No. 20 





them 


yA 



























Vol. XXIX 
A gt President W. C. TYLER, S gg he eng 7 
EARY A. PALMER, Editor E. C. VAN ARSDEL, Business Manager 


H. W. KELLOGG, Advertisin ye er 
A. E. HEISS, Chief, 
Washington News Bureau 


BJ, aad on er, 
ay Department, Washington 





All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 











TERMS OF SUBSCRIPTION 


SS ee ee ee ee ee ° $10.00 
SIX MONTHS oe oe ee ee ee ee ee ee 6. 
THREE MONTHS ... 2.2. Tie. Se Cees se cet © Seer 3.00 
OMe focal $i ac ond Ge oS Bienes Wa + ee eure Go} 2 








418-430 South Market Street, 
CHICAGO, ILL. 


PRESIDENT AND THE RATE DECISION 

We are not prepared at this time to say what is the 
reason for the delay in the decision of the Commission 
in the general rate inquiry or for the dinner to be given 
to railroad presidents by President Harding the evening 
of May 20. We do say, however, that, at this writing, it 
looks very much as if the President had asked the Com- 
mission, or some members of it, to delay promulgation 
of the decision until after the dinner, and that certain 
members of the Commission were acquiescing in his 
plan. We are not clear as to just what the President 
might hope to accomplish, if this theory proves true, and 
we may never know, even if the theory is correct and 
his supposed plan is carried out; for if the decision, as 
now written, is altered, it would probably not become 
known definitely just what changes were made or why 
they were made, and it might never become definitely 
known, either, just what took place at the dinner and 
what promises were made. We suggest to our readers 
that they watch events, as we shall do, and make up 
thir minds, on the strength of the best information 
available, as we shall do, as to what has taken place. 

We do not say, at this time, that the President’s 
interference—if he is interfering—will result in anything 
harmful. Indeed, it is possible that it might result in 
something helpful. Of that we shall judge when 
we know more about it. But we do say, regardless of 
results, that we have had enough of presidential and 
political interference with this and other matters before 
the Commission and enough of members of the Com- 
mission who permit such interference. It may be human 
lor a member of such a body, who owes his appoint- 
ment to the President, to yield to the wishes of the 


President, but, nevertheless, we want none of that sort 
of yielding. 


Colorado Building, 
WASHINGTON, D. C. 








The place for the President, or anybody else who 
had ideas as to how this rate case should be decided, to 
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make his ideas known was in the long and elaborate 
hearing conducted by the Commission. There is no 
more propriety in his interfering now than there would 
be in such interference through the back door of a court 
room after a case had been heard. 
have regulation by 


Either we are to 
an unbiased Commission, which 
hears and decides a case on its merits, or we are to have 
regulation by political expediency. 
should know now which it is to be. 

If it is possible to do so—and our information is 
that it is possible and that the decision has been practi- 
cally completed for a week—the Commission should 
promulgate its ruling before the President holds his 
dinner, for, even if it is only waiting out of courtesy to 
the President and has no intention of altering and does 
not alter its decision by reason of anything he may say 
or that takes place at his dinner, it might be difficult to 
convince the public beyond doubt that the decision, after 
the dinner, was the same as it would have been if it 
had been promulgated before the dinner. 


It is well that we 


THE ASSOCIATED TRAFFIC CLUBS 

The organization in Chicago this week of The Asso- 
ciated Traffic Clubs of America (the story of which is 
told elsewhere) marks, we hope, the beginning of a new 
era in transportation. At least the new organization 
has the opportunity thus to distinguish itself. Its suc- 
cess will depend on the willingness of traffic clubs to 
become members of the association and on the wisdom 
and broadness of vision with which it functions. 

The object, briefly, is to take advantage of the spe- 
cial knowledge along transportation lines of the thou- 
sands of men who are members of traffic clubs and the 
fact that their combined views—in so far as their views 
on transportation problems of general public interest 
may be crystallized—represent both the carrier and the 
shipper side of questions considered, to educate the pub- 
lic and the servants of the public in Congress and else- 
where to proper understanding of transportation ques- 
tions and to influence the adoption of wise policies. 
There is no other agency to which we may look for this 
sort of guidance. There are associations of shippers 
and of carriers governed by greater or less desire to be 
fair and wise; but, even if they succeed in being fair 
and wise, their conclusions are regarded with doubt be- 
cause of the possibility of bias. The conclusions of this 
new organization must be received as being free from 
self-interest. The other qualities to be sought are that 
they shall be wise and that they shall be representative 
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ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
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ties as possible. That our readers may here have before 
them, in the language of the new organization itself, its 
ideas of its purpose, we quote the following from its 
constitution : 

Believing that the settlement of most transportation prob- 
lems of national and general concern depends largely on under- 
standing of them and on a realization that the interests of car- 
rier, shipper and public are, for the most part, identical, this or- 
ganization will attempt, by urging consideration of public trans- 
portation questions by its members and by transmitting the 
views reached as a result of such consideration to those whose 
function it is to make and to enforce the laws, as well as by 
suitable procedure for the purpose of informing the public and 
those to whom its views are transmitted, of the size and scope 
of the organization, the peculiar fitness of its members to deal 
with the kind of problems considered, and the weight that should 
be given to its conclusions because of the fact that it is com- 
posed of representatives of both carriers and shippers, to en- 
courage such national transportation policies as will, in its 
opinion, be most likely to result in reasonable rates and adequate 
service for users of transportation, and reasonable profits, under 
fair regulation, for the transportation companies. 

The new organization is starting out modestly, as 
to its machinery, the idea being to make the experiment 
as inexpensive as possible for member clubs, at least 
until there is opportunity to demonstrate the value of 
the public service that can be done. It may be possible 
and advisable then to employ the usual kind of organi- 
zation. But for the present, in the interest of economy 
as well as of expedition, the novel plan has been adopted 
of having all the work of president, secretary and treas- 
urer done by the president, who is really an executive 
officer, honored by the title of president and responsible 
only to the board of directors. He receives no salary 
and is allowed only the necessary expense of clerical 
help, postage, printing, stationery, and the like. No 
one can say that the formation of the organization has 
in the slightest measure been influenced by the desire 
to create a fat job for somebody or even a high position 
with much glory and no work. Mr. Banhan, the presi- 
dent, has accepted a place that means hard work and 
much of it. It is an honor, to be sure, to be chosen to 
head an organization of this sort, but it is one that he 
will earn. 

The work of the new association for the first two 
or three months will, of necessity, consist almost solely 
of enrolling member clubs. Several clubs sent dele- 
gates to the first national meeting with power to join 
the new organization. Even these must go through the 
formalities of presenting applications and paying dues 
as the prerequisites of membership. Many others, as 
soon as their delegates report, will decide to become 
members at once. But these routine proceedings, espe- 
cially under the customary procedure of most of the 
Clubs, take time. Still others, because they have not 
kept in touch with what was proposed and did not send 
delegates to the national meeting, will have to be “sold” 
on the national plan. This will take some time and 
hard work. We hope all the clubs will give earnest and 
Prompt consideration to the matter and decide at once 
to lend their support to the national organization, at 
least for the first year. Certainly they can do no less 
than that. 

_ For the officers of the national organization there 
ls also the immediate work of inducing organizations of 
Purely industrial traffic men, or industrial traffic clubs, 
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of which there are many, to change their character by 
admitting representatives of carriers, thus making them- 
selves eligible to membership in the national organiza- 
tion and contributing, not only to the national welfare, 
but to their own local strength. There are also some 
purely railroad organizations or clubs that might take 
in industrial traffic men and become eligible. There is 
also a fertile field for labor in the fact that in many 
cities large enough to warrant them, there are no traffic 
clubs at all, and that in various other localities smaller 
towns might join in the formation of district traffic 
clubs. 

There are perhaps seventy-five bona fide traffic 
clubs composed of representatives of both shippers and 
carriers. There are twenty-five or more clubs that are 
purely industrial. Every one of the seventy-five should 
join the national organization at once and every one of 
the twenty-five should enlarge its scope at once and 
join immediately thereafter. And certainly there is op- 
portunity for a hundred or more new clubs. That there 
is now a national organization through which they may 
function will, we hope, be sufficient added inducement 
for them to materialize. 

There is one thing we wish to point out both to 
clubs that are now organizing and to the old clubs. 
That is the necessity, in so far as the work of the na- 
tional association is concerned, for the kind of machin- 
ery that will permit prompt action. It will avail little 
if, when a question that demands action is up for con- 
sideration and the national headquarters or some mem- 
ber club starts something, action is hindered because 
this or that club has not had a meeting of this or that 
committee, or the board of governors has not had its 
regular meeting. This thing is to be taken seriously, 
not only as to the kind of subjects to be considered but 
as to expedition and forcefulness in the method of han- 
dling them. 


TRAFFIC MEN FOR PRESIDENTS 

We commend to our readers an article in The 
World’s Work for May by Philip Cabot, banker, on the 
subject, “Why Big Businesses Often Fail.” He an- 
swers his own question by stating that business evolu- 
tion has resulted in the selection of “engineers, or what 
amount to the same thing, operating men, to manage 
the large enterprises.” He applies this to the railroads 
thus: “It is a curious and interesting fact that the very 
great majority of all the railroads in the United States 
are led today by men essentially of operating and engi- 
neering training. The traffic men, the men of the sales- 
man type, have been largely eliminated, and that tends 
to be true in all large enterprises.” 

He explains the reasons for the selection of this 
kind of men by boards of directors who, in turn, are 
controlled by bankers, and shows why, although, in cer- 
tain respects, they appeal to the bankers, they are not 
the men best fitted to make business successes of their 
roads. 

There is nothing new in this theory to us, though 
we are pleased to have this confirmation of it. We have 


nothing against the engineers and the lawyers and the 
others that are called to head the railroads, nor do we 
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say that they are always failures. But we do say that 
the traffic end of railroading is the business end. The 
traffic men are the railroad men who correspond to the 
business-getters in other business—the men who, in 
other business, are responsible for its success, as dis- 
tinguished from its civil engineers, its lawyers, its archi- 
tects, its accountants, and its chemists. We have long 
preached the idea that, if traffic men cannot always be 
allowed to head the railroads, they at least should be 
allowed to formulate its business policies. Generally, 
the traffic men of the railroads can sit down with the 
traffic men of the industries and reach a settlement in a 
business problem that will be fair and satisfactory to 
both sides. Generally, when the matter is taken out of 
their hands—as it usually is, when it is of great im- 
portance—and settled by the chief executives, there is 
dissatisfaction, either because it is settled according to 
somebody’s arithmetical and arbitrary idea of what 
ought to be done, because that is the way it always has 
been done, or because the “higher ups” indulge in politi- 
cal machinations. That, it has always been our opinion, 
is one of the things the matter with the railroads. 





TRAFFIC CLUBS AT PLAY AND WORK 

As illustrating how traffic clubs function clumsily, 
because of complicated machinery and lack of serious 
attention to business, we cite the following: Some 
members of a certain traffic club about two months ago 
thought a certain local matter ought to receive atten- 
tion from the club. They wrote the board of governors 
to that effect. The board referred the matter to the 
public affairs committee. The committee referred it to 
a sub-committee. The sub-committee prepared a reso- 
lution and sent it to the committee. The public affairs 
committee has not since then had a meeting and yet the 
resolution is sent to members by the secretary of the 
club as a recommendation of the public affairs commit- 
tee. The communication of the secretary says: “The 
board of governors, at its last meeting, approved a rec- 
ommendation from the public affairs committee and re- 
spectfully submits the following, trusting that the mem- 
bers will lend their aid to the end desired.” Then fol- 
lows the resolution, which says: “The members of the 
club pledge themselves as good citizens,” etc. 


Because the resolution was worded as a pledge of 
members of the club and yet there seemed to be no 
opportunity given members to vote on it, a letter was 
written to the secretary of the club asking the status 
of the resolution. He did not answer the letter. The 
president of the club was asked what it meant. He said 
it was the intention of the board of governors merely 
to send the resolution to members for their thoughtful 
consideration and that it was not intended that they 
should vote on it. He admitted that, as that was the 
purpose of the action, the resolution should have been 
rewritten in order to be consistent with the purpose. 
Another member of the board of governors who was 
present at the mecting when the matter was considered 
—a former president of the club—said his understanding 
was that a mail vote of members was to be taken and 
that the secretary had evidently mistaken the purpose. 
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Still another member of the board who was present at 
the meeting said he didn’t know “what the ” the 
idea was. And there you are. 

That sounds like a funny story, but our purpose 
was not to tell a funny story. It was to point a moral. 
The moral is that, though traffic clubs may play as 
much as they like at minstrel shows and clam bakes 
and golf outings, they should take themselves somewhat 
seriously when they deal with public affairs—that is, 
they should do so if they wish other people to take them 
so. If they are not enough interested in the affairs of 
their community to pay serious attention to them and 
to let their attention take form in intelligent action, they 
should not attempt to deal with them at all. 


TRANSPORTATION OF LIQUOR 


The Trafic World Washington Bureau 


The Supreme Court of the United States this week affirmed 
the U. S. Circuit Court of Appeals for the Ninth Circuit in No. 
267, Rainier Brewing Co. vs. Great Northern Pacific Steamship 
Co. The effect of the decision is to affirm a judgment which 
the Northern Pacific railroad obtained against the brewing com- 
pany for the transportation of two carloads of beer to Seattle, 
Wash., in 1917. 

The brewing company shipped the beer to the American Trans- 
fer & Drayage Co. at Seattle, the two carloads containing 2,565 
separate packages in cases addressed to separate individuals. The 
shipment moved by water to Flavel, Ore., thence by rail to Port- 
land, Ore., and thence by the Northern Pacific to Seattle. It was 
billed in carload lots and took a through carload rate at the 
point of origin, which was paid. 

When the cars reached Portland the Northern Pacific re- 
fused to accept them, claiming that it could not lawfully carry 
intoxicating liquors in carload lots into the state of Washing- 
ton under the federal law and the prohibition law of Washington. 
Thereupon, the liquor was rebilled, each package or case sepa- 
rately, and the railroad company carried it to Seattle and de- 
livered it to the individual consignees. 

The suit was brought originally by the Northern Pacific to 
recover the difference between the carload rate and the L. C. L. 
rate, which it claimed should have applied on the shipment as 
rebilled to comply with the state law of Washington. The Su- 
preme Court said the only question was: “Could the railroad com- 
pany lawfully transport the beer to Seattle and deliver it to the 
American Transfer & Drayage Co?” It then said it was clearly 
the duty of the railroad company to refuse to do that and that it 
acted within its rights. 

In Nos. 615 and 639, the Supreme Court held that under the 
Constitution and the Volstead act intoxicating liquor cannot be 
transported from a foreign port through some part of the United 
States to another foreign port because neither the Constitution 
nor the statute make provision for excepting liquor from the 
terms of the law. 

In No. 615, John A. Grogan, collector of internal revenue of 
the first district of Michigan, et al. vs. Hiram Walker & Sons, 
Ltd., the Supreme Court reversed the District Court of the East- 
ern District of Michigan which had granted an _ injunction 
prayed for by Hiram Walker & Sons to prevent the collector from 
enforcing regulations against the shipment of whiskey in bond 
from Canada via Detroit to Mexico, Central and South America. 

In No. 639, The Anchor Line, Ltd., vs. George W. Albridge, 
collector of customs of the port of New York, the District Court 
for the Southern District of New York refused an injunction 
in practically an identical case. The Supreme Court sustained 
the action of that court. 


N. Y. C.-CHICAGO TERMINALS 
The Trafic World Washington Bureau 


The Commission, May 18, authorized the New York Central 
to acquire the Chicago River & Indiana and the Chicago June 
tion railroads on the terms set forth in the New York Central’s 
application, and on the seventeen conditions proposed by Ex 
aminer Ray W. Clarke, in the first tentative report in that case. 
That condition, which provided that, if any part of the condi- 
tions were held invalid the whole authorization should lapse, was 
omitted. Commissioners Daniels and Hall wrote concurring 
opinions, while Commissioners Meyers and Eastman wrote dis 
sents. Aitchison held with Meyers, Campbell with Hall, and Cox 
with Eastman. : 





Regular subscribers for The Traffic World, when in 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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Current Topics 
in Washington 





False Pretenses in the Name of the Taxing Power.—A hard 
blow, well informed men believe, was given to the false pre- 
tense statutes when the U. U. Supreme Court held the child 
labor law and the future trade part of the grain control act to 
be abuses of the taxing power. The highest tribunal, for many 
years, it has seemed to those who particularly like the theory 
of states within a state, has been closing its eyes to the false 
pretenses practiced in the name of the taxing power, the most 
conspicuous of which, aside from the statutes declared invalid 
this week, is the oleomargarine law. That, however, is such 
a venerable example of prohibition under pretense of taxation 
that it is not to be inferred that, because the Supreme Court, 
in the language of Chief Justice Taft, “could not close its eyes,” 
the oleomargarine law is also to go into the discard. On the 
contrary, it has run the gauntlet. The future trading act pro- 
posed, by means of prohibitive taxation, to prevent trading that 
would not subject itself to regulation by the national authority. 
That which submitted to an authority outside of the state in 
which the transaction took place was to be allowed to go on. 
That which would not subject itself to the outside authority 
was to be taxed to death. The decisions in the two cases, it 
is suggested, will put an end to the theory that the Supreme 
Court of the United States subscribes to the doctrine, without 
limitation, that the power to tax is the power to destroy, and 
thereby accomplish indirectly something Congress could not do 
directly. In taxing, apparently, Congress will hereafter will 
have to be careful to make the tax so low that the business 
can be carried on, else the tax may not come within the defini- 
tion of an excise tax, imposed on the privilege of doing business. 
The Chief Justice, in his opinion, said the good to be sought 
by unconstitutional laws was an insidious feature because it 
led citizens and legislators of good purpose to promote it with- 
out thought of the breach it would make in “our ark of the 
covenant” or the harm that would come from a breaking down 
of the recognized standards. In the maintenance of local self- 
government, on the one hand, and the national power on the 
other, our country, he said, had been able to endure and prosper 
for nearly a century and a half. Those who have an apprecia- 
tion of the sharpness of the tongues of the good women who 
have not much conception of the fundamentals on which the 
thirteen colonies built their right to capitalize the words “United 
States,’ know it took some courage for the justices of the Su- 
preme Court to make the child labor law decision. The decision, 


it is expected, will cause the court to come in for round de- 
nunciation. 





Car Loading in Russia and America.—There is no reason for 
suspecting that the average American has an adequate concep- 
tion of what his country really is. A few, such as Herbert 
Hoover, have been compelled to learn what their country is, in 
comparison with others. For instance, the Secretary of Com- 
merce has a report that the average daily loading on Russian 
railroads, under the soviet government, is something like 5,500 
tons. That loading uses up about seventy-five per cent of the 
available equipment. Of course, the men who read The Traffic 
World know what 5,500 tons a day means. Most of them, how- 
ever, will be inclined, perhaps, to question the accuracy of the 
declaration that Hoover has such a report. It looks so inade- 
quate. Fifty-five hundred tons! That is not even a mouthful. 
In the week ending May 13, the loading of coal in the country 
amounted to 4,500,000 tons, or 750,000 tons a day, at a time 
when the production is short on account of a strike. In that 
week there were, on the sidetracks, about 11,000 cars for which 
billing instructions had not been given. The average loading 
Is close to 55 tons a car. In other words, there were 605,000 
tons of coal collected on sidetracks at billing points, such as 
Russell, Ky., for which there was no demand—more than the 
Russian railroads could haul in a week. That was the loose 
change, so to speak, left lying around the house after the maid 
had paid the small bills at the front door, for which the mis- 
tress of the house had not found use, and it was equal to more 
than ten days of loading for the railroads in an empire in 
Which exist more human beings than in the United States. The 
daily car loading in the empire that, according to American 
transportation standards, is dead, would furnish two trains for 
the average American railroad. It would be one good, stiff train 


for some of the roads that serve the rich mining regions of 
West Virginia. 





Presidential Interference.—Ethically, it may be no more 
wrong for a President of the United States to busy himself 
With transportation matters just about the time the Commission 
18 due to decide an important rate matter than it is to play a 
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straight gambling game in which each player stands to win or 
to lose from or to every other player. However, it has been 
made apparent in the last week, men who spend thousands of 
dollars to present facts to the Commission in a general rate 
inquiry do not like the idea of having the President call into 
consultation one side to the controversy, to the exclusion of the 
other, to talk about some phrase of the big case, not disclosed. 
There has been a query as to what was the use of having spent 
hundreds of thousands of dollars to get up testimony even if it 
were possible the President would persuade the railroad ex- 
ecutives to concede more than the shippers who had spent the 
money claimed they were entitled to receive. The thought was 
that. if a President could ask for more for shippers than the 
Commission felt it could order the railroads to give, the time 
might come when a President would suggest the giving of less 
than the testimony showed would be reasonable. In 1914, Presi- 
dent Wilson made it known that he hoped for increases in rates, 
and shippers were irritated, although the former President said 
he did not desire to influence the Commission. President Hard- 
ing, in one way and another, had indicated the same desire to 
abstain from things calculated to influence the Commission, 
which is supposed to think only of the evidence. But, it is sug- 
gested, the Commission is composed of men who are human, as 
well as candidates for re-appointment. Not all are so inde- 
pendent as Commissioner Hall, who did not call on the senator 
from his state to introduce him when his term was about to 
expire. His abstinence in that respect finally got on the nerves 
of the senator to such an extent that he expressed a wish that 
Mr. Hall would send him his picture so he could see what the 
commissioner looked like, because he had endorsed him for re- 
appointment. If all were as independent as that, perhaps it 
might be possible for a President of the United States to display 
activity just about the time of a big rate decision without excit- 
ing shippers and railroad men to sarcastic remarks about wast- 
ing time and money to appear before the Commission when it 
would have been cheaper to have sent a politician or two. 





Obstacles for American Ships——The American merchant 
marine already in existence, according to Winthrop L. Marvin, 
vice-president and general manager of the American Steamship 
Owners’ Association, even:-now meets a “competition” such as 
the average American probably has not imagined. In a recent 
article on the subject Mr. Marvin reported an incident. He said: 
“An American ship flying your flag and my flag arrived some 
months ago at a West African port—a colonial port of a Eu- 
ropean government—where that flag had not been seen for many 
years. Anchoring his ship, the captain from his bridge surveyed 
the harbor. At every available pier were ships of the foreign 
government that dominated the port—not all loading or un- 
loading, the Yankee captain observed. Under every cargo crane 
where no ships lay were lighters loaded with stone, put there, it 
soon developed, by a foreign steamship company that had con- 
trolled the transportation of the port from Europe and also from 
the United States. The captain saw all this and grimly smiled. 
He recognized that the port was deliberately blocked against 
him.” A. E. H. 


REFUNDS ON INTRASTATE SHIPMENTS 


The Trafic World Washington Bureau 


The National Industrial Traffic League has taken up the 
subject of reparation on intrastate shipments during the guar- 
anty period, because it has received many inquiries from ship- 
pers as to how they shall proceed to obtain reparation on such 
shipments, in view of the Commission’s conference ruling, not 
numbered, dated March 13, promulgated April 18, but dated 
April 15, holding that section 208 (a) of the transportation act, 
1920, does not authorize the Commission to award reparation, or 
consent to an award of reparation made by a state commission, 
on intrastate shipments which moved during the guaranty period, 
March 1 to September 1, 1920 (Traffic World, April 22, p. 866). 
The consideration thus far, as the League’s publications on the 
subject show the fact, has been by President Chandler and Ex- 
ecutive Secretary Beek. In a recent circular to the League mem- 
bership, the two officials remitted the complaining shippers to 
the state commissions, apparently on the theory that for every 
wrong the law provides a remedy. 


In the caption of the circular the two officials said, ‘“ship- 
pers should proceed before their state commissions.” In the 
body of the circular the subject was discussed as if it were cer- 
tain the doors of the state commissions must swing open so as 
to afford relief; and also as if the only safe way to proceed 
would be to go into a federal court, asking for a writ of man. 
damus, requiring it to take jurisdiction, and give, or decline to 
give, its consent. In those paragraphs, the League officials said: 


The executive secretary discussed this subject with Chief Ex- 
aminer Quirk while in Washington. The Commission’s interpretation 
of the law is that Section 208-a gave the Commission a veto power 
over rate reductions during the guaranty period, but that its veto 
power expired September 1, 1920, and that thereafter the situation 
was exactly the same as it would have been had there been no guar- 
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anty period. If there had been no guaranty period shippers would 
have gone to their commissions for reparation on intrastate shipments. 

In view of the ruling of the Interstate Commerce Commission, 
shippers are relegated to proceedings before their state commissions 
or under the methods provided by the laws of the several states. If 
the Interstate Commerce Commission is correct in holding that it has 
no jurisdiction to give consent to an award of reparation made on an 
intrastate shipment, then there would seem to be no reason why 
reparation cannot be obtained through the procedure provided by the 
state laws. If state commissions refuse to take jurisdiction, a new 
—— will be created, and that bridge can be crossed when it is 
reached, 


It is the opinion of some attorneys that the Commission is in 
error. If this be true, the only safe way for a shipper to proceed 
would be to go into the Federal courts and mandamus the Commis- 
sion, thereby requiring it to take jurisdiction and give, or decline to 
give, its consent. 

To some, in Washington, who have thought on the subject, 
the matter is not regarded as so simple as the circular suggests. 
As a practical matter, it has been suggested the easiest way to 
get into the courts and obtain a judicial determination of the 
issue, would be for the Commission to take jurisdiction and con- 
sent to reparation if and when a state commission had come to 
the conclusion that reparation should be ordered. In the event 
of such action the way would be left clear for a carrier to go 
into court and raise the question of power assumed by the Com- 
mission. Nearly every lawyer knows it is easier to obtain an 
injunction than it is to obtain a writ of mandamus. The Com- 
mission has been known to take jurisdiction in cases in which 
its members have grave doubt, mainly so as to allow the litigants 
to get into court. In only one easily remembered case has a 
court granted a writ requiring the Commission to take juris- 
diction. 

R. M. Field, traffic manager of the Peoria Association of 
Commerce has had some correspondence with Chairman McChord 
on the issue because he has a case before the Commission, No. 
13091, M. E. Case Coal Co. vs. C. B. & Q. et al. in which Exam- 
iner McQuillan recommended dismissal for want of jurisdiction, 
Traffic World, April 29, p. 931, in accordance with the principle 
laid down in that conference ruling. At the hearing on the case, 
according to Mr. Field’s letter to the chairman, the question of 
authority was raised and argued between the examiner and the 
attorneys, with the result, as set forth by Mr. Field, that the ex- 
aminer allowed the hearing to go on, on the theory that the 
Commission had jurisdiction. Mr. Field mentioned the basis on 
which the hearing was continued, as an agreement, with the con- 
clusion that “of course, the announcement by the Commission, as 
above stated, would override an agreement entered into at this 
or any other hearing.” 

In his answer Chairman McChord called attention to the 
fact that Mr. Field had the right to file exceptions to that report 
(McQuillan’s) and request argument before the Commission on 
the matters to which he took exception. 


“If you are of the opinion that the suggested finding in the 
proposed report does not correctly interpret the law” wrote 
Chairman McChord, “you have an opportunity, through the ex- 
ceptions, and argument, to present your views in the matter.” 


Exceptions to the examiner’s report in No. 13091, M. E. Case 
Coal Co. et al. vs. C. B. & Q. et al., in which the examiner rec- 
ommended dismissal on the ground that the Commission had no 
jurisdiction to award reparation or to consent to an award by 
a state commission on traffic moving intrastate during the guar- 
anty period, have been prepared by R. M. Field, as attorney for 
the complainants. In commenting on Examiner McQuillan’s 
declaration that “no showing has been made that the rates as- 
sailed were unduly prejudicial or unjustly discriminatory as 
compared with any interstate rates,” Mr. Field said no such show- 
ing was attempted at the hearing. “This was purely an intra- 
state matter, originating and confined entirely to central Illinois, 
far from any interstate influences,” said he. “The discrimina- 
tion complained of was as against other intrastate movements 
of a similar character moving under lower rates, the evidence 
and testimony regarding which were presented at the hearing 
and are a part of the record.” 


In support of his general contention that all the attorneys 
at the hearing were in agreement that the Commission had juris- 
diction, he pointed out the part in the record, page 36, in which 
Kenneth F. Burgess, attorney for the Burlington, said it was 
his inclination to believe that, while section 108-a was susceptible 
to a lot of different interpretations, including one that no one 
could award reparation on shipments of that character moving 
during the guaranty period, the Commission alone could award 
reparation. In that discussion, H. M. Slater, the rate man of the 
Illinois commission, said that while he was not representing any 
one at that hearing, he was not sure but that an aggrieved ship- 
per would have to have not only the federal body’s consent, but 
also the authority of the state commission. He said he thought 
it the duty of the railroad to procure that consent before mak- 
ing reparation. 

In his discussion of the examiner’s report and the ruling of 
the Commission, in conference, Mr. Field, in part, said: 


In presenting this conference ruling to the public no explanation is 
furnished as to the reasons for the adoption of this ruling, nor the 
premises upon which the conclusion is based as set forth in the ruling. 
Without these facts at hand it is difficult for one on the outside to fol- 
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low the Commission’s reasoning, or to accept as logical the ruling 
as made by the Commission. This observation is made without any 
thought or intention of criticism of the Commission; but a mere state- 
ment of facts, presenting a bald conclusion reached by a deliberative 
body without any of the reasons available which led up to this con- 
clusion, renders its acceptance unreservedly a difficult matter. 

The record of the case will show that after the preliminary state- 
ment of facts was made as to the scope and purpose of the complaint, 
the question was taken up as between the examiner, the attorneys 
for the carriers and for complainants, as to the jurisdiction of the 
Commission in hearing and deciding cases of this character during the 
period in question—the so-called guaranty period. Discussion (Record, 
page 36) developd the fact that all were agreed that the Commission 
did have such jurisdiction, and this point being decided, the hearing 
proceeded in the regular manner. 

All rates are not reasonable, and some are discriminatory, and the 
shipper who has a complaint to make with respect to unreasonable 
or discriminatory rates should be and is entitled, under the Consti- 
tution of the United States, at least to a hearing before some court or 
commission that would grant him the privilege of presenting his evi- 
dence, and further give him the benefit of a decision upon the facts in 
the case, and whether or not he has been overcharged, and is entitled 
to refund or reparation. It is not a matter of concern to the shipper 
where such complaint is presented and heard. He desires relief and 
is willing to go to that body in which the jurisdiction lies and present 
his case. Nominally, intrastate cases are presented before the state 
commission. The law reads, however, ‘‘that no rate, fare or charge 
shall be reduced and no classification, regulation or practice shall he 
changed in such manner as to reduce any such rate, fare or charge, 
unless such reduction or change is approved by the Interstate Com- 
merce Commission,’ this applying during the period between March 
ist and September ist, 1920. 

The state commission holds, and we think properly, that under 
this section of the law, they are without authority to hear or decide 
complaints involving reparation, which would mean in effect a reduc- 
tion in rates. If the law does not state absolutely and directly that 
the Interstate Commerce Commission may or shall grant authority for 
reductions in intrastate rates during this period, it certainly, by indi- 
rection, places the matter entirely in the hands of the Commission. 

This is a new law, and a new point has been raised in connection 
with this law. There are no pervious decisions of the Commission, or 
of any court, which could be cited as precedent in this case. We are 
therefore without prior authority to support our claim as to the 
language and intent of the law. We can only read the wording of the 
same and reiterate what we have previously said, that the shipper 
who has been damaged is entitled, under the Constitution of the 
United States, to relief and to a respectful and definite hearing before 
somebody authorized to grant such a relief; that in our belief, under 
the law as quoted, the jurisdiction over cases of this character does 
lie with the Commission. 4 : 

We, therefore, take exception to the report of the examiner in this 
matter, and pray that the Commission, in considering such report, 
shall not approve same, but shall require that a definite decision be 
made on the facts in this case as presented, and that the complaint he 
not dismissed ‘on the grounds as specified in said examiner’s report. 


RATES ON WATERMELONS 


An alleged fourth section violation was the basis of the 
complaint in No. 13458, Ben D. Anguish et al. vs. Alabama & 
Vicksburg et al., hearing on which was held before Examiner 
Butler, in Chicago, May 15. The complaining fruit jobbers, 
some 38 in number, declared that the assessment of a through 
rate on watermelons, in 1920 and 1921, from producing points 
in Alabama, Georgia and Florida, to Chicago, Peoria and Milwau- 
kee, were unreasonable to the extent they exceeded the aggre- 
gate of intermediates over Nashville. 


The rates as charged, as explained by F. J. Neal, of the 
Randolph Street Traffic Bureau, were contained in Agent Glenn’s 
watermelon tariff, I. C. C. 248, as through commodity rates and 
exceeded those charged over the same route through Nashville 
and beyond, over the L. & N., both factors also being com- 
modity rates, by amounts varying from 1 to 5% cents a hundred 
pounds. The combination, according to the complainants, was 
reasonable and the Commission was asked to prescribe it for 
the future and to award reparation down to it, on about 2,000 
cars, amounting to $17,000. As an example, the witness cited 
the rate from Trenton, Fla., to Chicago, during the watermelon 
season of 1921. As paid, he said, that rate was 84 cents. To 
Nashville, at which market, he said, few if any of the southern 
melons were consumed, the rate was 441% cents, and beyond, 35 
cents, a total of 79% cents. 

The carriers insisted that the rates as charged were rea- 
sonable. F. L. Glover, assistant general freight agent for the 
A. C. L., enumerated the special services necessary in order to 
handle the melon traffic. He said his line alone scheduled eight 
special melon pick-up trains during the shipping season and 
said that the average detention of a watermelon car was 10 days. 
Most of the cars of melons were reconsigned at least once, he 
said, and he detailed at some length the expense the southern 
railroad incurred in putting in watermelon sidetracks, far from 
any station, as was usually the case. 


NO GUARANTY FOR GREAT NORTHERN SUBSIDIARIES 


The Commission has ruled that the guaranty section of the 
transportation act (209) is not applicable to the Great Falls & 
Teton County Railway Company, the Great Northern Terminal 
Railway Company, the Minneapolis Belt Line Company, the Mon- 
tana Eastern Railway Company and the Great Northern Equip- 
ment Company. These companies are all operated by the Great 
Northern, which owns their securities. The equipment com- 
pany is not an operating company. As to the others, the Com- 
mission held their operations for the guaranty period would be 
covered in the settlement with the Great Northern. 
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ALLOWANCE FOR SPOTTING 


The Commission has dismissed No. 11050, Stewart Furnace 
Co. vs. Pennsylvania, western lines, Director-General, et al., 
Opinion No. 7614, 68 I. C. C. 528-33, holding the complainant had 
not proved its allegation that the allowance of 86 cents per car, 
made by the trunk lines to the industry for the latter’s service 
of spotting between carriers’ interchanges and loading and un- 
loading points, within its plant at Sharon, Pa., was less than 
the cost of performing the service and resulted in unreasonable 
charges to it for the transportation to and from its furnace. 
This report also embraced No. 11167, Stewart Furnace Co. vs. 
Pittsburgh & Lake Erie Railroad Co. and Director-General, as 
agent. 

The report, written by Commissioner Aitchison, criticized the 
loaded-car basis used by the complainant in arriving at the cost 
of service performed by its engines and crews. The Commission 
favors the engine hour basis but indicated that any method of 
ascertainment that resulted in accuracy would not be disregarded 
because the engine-hour basis seemed a more reliable guide. In 
disposing of the case, Mr. Aitchison said: 


Obviously, the failure or refusal of defendants to perform the 
spotting service for complainant, or to reimburse it for the cost 
thereof, while contemporaneously performing a like service without 
charge for others similarly situated, is unduly prejudicial to complain- 
ant and unduly preferential of its competitors. It is likewise true that 
their failure or refusal to perform for complainant a spotting service 
included in their line-haul rates or to make an allowance therefor 
equal to the cost to complainant of performing the service or to what 
the cost to defendants would be if they should perform it, whichever 
may be lower, would also subject complainant to unreasonable rates 
and charges for the line-haul service. But the record fails to estab- 
lish the extent, if any, to which the allowance of 86 cents per loaded 
car is less than would be just and reasonable for the common-carrier 
services performed by complainant, or the extent, if any, to which it 
falls short of reimbursing complainant for the cost of performing 
services substantially like those performed by defendants for its com- 
petitors without charge. In the absence of such a showing, there is 
no basis for a finding that defendants’ refusal to increase the allow- 
ance has subjected, or will in the future subject complainant to the 


payment of unreasonable rates and charges or to undue prejudice or 
unjust discrimination. 


OVERCHARGES ON SOAP 


Adhering, without the slightest deviation or modification, to 
its decision in United States Industrial Alcohol Co. vs. Director- 
General, as agent, 68 I. C. C. 389, the Commission has held, in 
No. 110338, Swift & Company vs. Director-General, as agent, Ala- 
bama & Vicksburg et al., opinion No. 7616, 68 I. C. C. 537-8, that 
shipments of soap, in carloads and less than carloads, from 
Chicago, to points in Southern Classification territory, between 
November 27, 1917, and December 20, 1918, were overcharged 
and that the complainant was entitled to reparation. 

The case raised the question of the validity of rates on soap 
that were dependent upon value. The tariffs of the southern 
carriers, for many years, prescribed sixth class or lower com- 
modity rates on soap of an actual value not exceeding 12 cents 
per pound, with third class for soaps of a value greater than 
12 cents. In that way they drew a line between the compara- 
tively cheap laundry and the higher valued toilet soaps. The 
second Cummins amendment did not constrain them to make any 
change. Swift & Company, in November, 1917, however, felt they 
could not truthfully declare the laundry soaps they were ship- 
ping were of a value less than 12 cents per pound. They, there- 
fore, made no declaration of value. The carriers, therefore, as- 
Sessed third class. In some instances the rates were joint, 
covered by the Southern Classification and in others they were 
combinations on the Ohio, with the factors south of the Ohio 
only involved. In disposing of the case the Commission said: 


No authority was granted by us under the second Cummins 
amendment for publication in terms of value of the rates here assailed. 
On March 15, 1918, we authorized ratings based on value in southern 
classification but they were not made effective by the carriers until 
Decemher 20, 1918. 

oo, 1 U. S. Industrial Alcohol Co. vs. Director General, 68 I. C. C., 
389, as here, we had before us rates which, by tariff provision, were 
dependent upon declarations of value made by shippers but had not 
heen authorized by us under the second Cummins amendment. We 
found that the carriers’ liability would be effectively limited thereby, 
that the limitation as to value was therefore void, but that the rates, 
Stripped of the void limitation, were valid and applicable. 


Reparation is to be made to the basis of sixth class or less. 


RATES ON GAS AND FUEL OIL 


In reports on No. 12535, Fairmont Creamery Co. vs. Director- 
General, Atchison, Topeka & Santa Fe et al., and two cases 
bracketed with it, opinion No. 7610, 68 I. C. C. 507-16, and No. 
12473, Keokuk Electric Co. vs. Director-General, Arkansas Cen- 
tral et al., opinion No. 7611, 68 I. C. C. 517-21, the Commission 





has made another effort to align rates on gas oil and fuel oil 
in relation both to points of origin and destination, and in rela- 
tion to rates on the refined oils, using gasoline as a generic 
term to cover them. It adhered to the basis, both as to distance 
relationship and relationship of commodities, one to another, 
laid down in Midcontinent Oil Rates, 36 I. C. C. 109. It made 
the Fairmont Creamery case the controlling one in this effort, 
referring to it in its report on the Keokuk Electric Company 
case. The report on the creamery company complaint embraces 
No. 12535 (Sub-No. 1), Hastings Gas Co. et al. vs. A. T. & S. F. 
et al.; and No. 12554, Interstate Oil Co. vs. Director-General, A. 
T. & S. F. et al. 

In the creamery case it held rates on gas oil and fuel oil 
from the Midcontinent fields in Kansas and Oklahoma, and 
from Joplin and Kansas City, to Crete, Hastings and Grand 
Island, Neb., and Sioux City, Ia., unreasonable and ordered rea- 
sonable rates to be established not later than July 8. 

In the Keokuk Electric Company case it held rates on gas 
oil, from points of origin in Boyd’s I. C. C. No. A-916, to Keokuk 
unreasonable and unduly prejudicial. It prescribed reasonable 
and non-prejudicial rates to be established not later than July 
8, the same date prescribed in the controlling case. Reparation 
was awarded in both cases. 

The finding in the creamery company case as to what would 
be reasonable rates prior to June 25, 1918; between June 25, 
1918, and the end of federal control, February 29, 1920; between 


March 1 and August 25, 1920; and on and after August 26, 1920, 
is as follows: 


FUEL OIL. 
une 25, March 1, On and 
Priarto — 1918, to 1920, to after 
June 25, Feb. 29, Aug. 25, Aug. 26, 
1918, 1920, 1920, 1920, 
cents. cents. cents. cents. 
To Crete from— 
eemens City, MO. ...sccsccee sii sialon 18.5 25 
TERRORS BTOUD: oo 6icic sce cieis ieee, ae 19.5 19.5 26.5 
MN MD. inc 5hineedecincsin eevee ae woe 19.5 26.5 
Oklahoma group ......ecccce 18 22.5 22.5 30.5 
To Grand Island from— 
meas CY, BEG. sccciciccivecis = epee 22 30 
TEBMSGE SIGUD o<.s:<0:0.06-6:0:0:0:00% 20 24.5 24.5 33.5 
\ ere a ee 24.5 33.5 
Oklahoma group ............ 23 27.5 27.5 37.5 
To Sioux City from— Bie 
oS ee 20 24.5 24.5 33.5 
ORIGROMA ETOUP <...000000% 23 27.5 27.5 37.5 
GAS OIL. 
To Grand Island from— 
pe a ee nee icechite 22 30 
pO ere as jets 24.5 33.5 
EE IE Sh oes os dwicecwewew os PES 24.5 33.5 
ORIGHOMA STOUD ..cccccccces = ciatis 27.5 37.5 
To Hastings from— 
ere os aes 24.5 33.5 
een és ae 24.5 33.5 
Oklahoma Group .......cc00 . sales 27.5 37.5 


The order in that case requires the rates named in the last 
column, for application on fuel or gas oil, to be made operative 
not later than July 8. 

The order in the Keokuk Electric Company case requires the 
railroads to establish rates on gas oil, not later than July 8 from 
points of origin named in Boyd’s I. C. C. No. A-916 to Keokuk, 
which shall not exceed rates 5 cents less than the rates main- 
tained on gasoline and other refined oils, from and to the same 
points on August 25, 1920, and which, from Group 1 to Keokuk, 
shall not exceed the rates maintained on the same commodities, 
in carloads, from the same points to St. Louis, on August 25, 
and which, from Groups 2 and 3 to Keokuk, shall not exceed by 
more than 1 cent the rates maintained on the same commodity, 
in carloads, from the same groups to St. Louis on August 235, 


subject, however, to the increases authorized in Increased Rates, 
1920, 58 I. C. C. 220. 


RATES ON CHAUTAUQUA OUTFITS 


Chautauqua circuits, according to the view of division No. 
1, expressed by Commissioner Aitchison, are not unfairly treated 
by Western Classification Territory carriers. It has therefore 
dismissed No. 12023, Ellison-White Chautauqua System, of Port- 
land, Ore., vs. Director-General, Arizona Eastern et al., opinion 
No. 7606, 68 I. C. C. 492-5. Specifically the holding was that the 
rules, regulations and charges applicable to the transportation 
of the complainants’ Chautauqua outfits, from Chicago to the 
Pacific coast and return, were and are not unreasonable or un- 
duly prejudicial. The complainants sought not only a change 
in the rules but reparation for about $17,000 paid out by them 
for the transportation, in special baggage cars, of paraphernalia 
used in the so-called seven-day circuits. The money was paid 
out because the complainants did not have 25 persons to travel 
en bloc, as Commissioner Aitchison said. Twenty-five fares, 
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minimum $30, was the minimum required to entitle the com- 
plainants to special baggage cars, without extra charge, for the 
transportation of tents, seats and other paraphernalia needed 
for the entertainments. 

The Chautauquans suggested that the rule requiring 25 per- 
sons to travel en bloc to entitle them to free baggage car serv- 
ice be changed so as to provide for such uncharged for baggage 
cars if and when 25 persons traveled over the route during a 
month or some other period, on account of the entertainment 
concern. A continuous stream of persons, other than the talent 
that affords the educational entertainment, is traveling on the 
so-called seven-day circuits. They are so arranged that the bill 
is changed at each small town where entertainments are being 
given, each day. Usually 10 or fewer persons travel with the 
paraphernalia for which a baggage car is needed. To obtain 
the baggage car 25 fares are paid. 

Commissioner Aitchison said the inability of the complain- 
ants to meet the requirements of the rule was not due to any 
fault with the rule or any act of the carriers. He said the 
carriers claimed the present basis of charges was a substantial 
concession, such as, under the law, the Commission could not 
require them to increase. He said the railroads presented 
statistical data to the effect they were carrying the special bag- 
gage cars at a loss. They were of the view that they should 
never have allowed the present practice to fasten itself upon 
them. He said apparently they were inclined to curtail and 
restrict it. He pointed out that even if 25 persons were travel- 
ing together they would be en titled to the free transportation 
of only 3,750 pounds of baggage, considerably less than the normal 
capacity of a baggage car. He said that, even assuming the 
paraphernalia were comprehended within the term baggage, the 
rule was liberal and reasonable. The disadvantage, if any, he 
said, did not arise from any act of the carriers. 


SWITCHING CHARGES AT MO. PAC. 
STATIONS 


The Commission, in a report on I. and S. No. 1493, inter- 
change switching charges at Missouri Pacific stations in Kansas 
and Missouri (opinion No. 7620, 68 I. C. C. 548-9), has condemned 
the proposals of the Missouri Pacific to increase its charges for 
switching applicable in connection with interstate line-haul ship- 
ments between connecting lines and industries on its own line 
at Arkansas City, Fort Scott, Lyons, Paola, Pittsburg and Pleas- 
anton, Kan., and Harrisonville and Liberal, Mo., from $2.50 to $7 
per car; at Fredonia, Kan., from $2.50 to $5; and at Lamar, Mo., 
from $4 to $7. Upon protest of the Arkansas City Chamber of 
Commerce and the Southwestern Millers’ League the schedules 
were suspended until June 16. 

The primary purpose, the Commission’s report said, was to 
meet the increases made at the points under consideration by 
other carriers to equalize the absorptions made by the latter 
when they perform the line-haul on competitive traffic destined to 
or originating at industries on the Missouri Pacific. No evidence 
was introduced, the Commission said, concerning the nature of 
cost of the service to be performed. Protestants contended the 
increases would seriously affect their business, prejudice them, 
and favor points at which no increases were to be made. 

The present charges are applicable also on intrastate traffic. 
No change is proposed therein by respondent, inasmuch as no 
change has been made by the other lines serving these points. 
yenerally, the switching charge at other points in Kansas and 
Missouri is $2.50 per car on both interstate and intrastate traffic. 

The increases established by the other lines serving these 
points were not protested, but a camplaint is pending assailing 
the increased charges in effect at Arkansas City, and protestants 
contemplate filing complaints covering the other points. 

In Interchange Switching at Wichita (61 I. C. C. 205), the 
Commission condemned a proposed increase by the St. Louis- 
San Francisco at Wichita, Kan., from $2.50 to $7 per car, saying 
that while $2.50 may be low the record was insufficient to war- 
rant a definite finding of what would be reasonable. That was 
equally true here, the Commission said. 


CHARGES ON FILTERING CLAY 


The Commission has dismissed No. 12605, Refinite Company 
vs. Director-General, C. B. & Q. et al., opinion No. 7619, 68 I. C. C. 
545-7, holding the charges collected on filtering clay, ground and 
baked, in carloads, from Ardmore, S. D., to Omaha and Kansas 
City, shipped in 1919 and 1920, were not unreasonable. 

The baked clay, in small cylindrical pieces resembling pieces 
of brick, put into water filters as softening and purifying 
agents, was billed as “ground clay.” The Commission said they 
might be described as “filtering clay, ground and baked,” rather 
than ground clay. It said the description, “ground clay, N. O. I. 
B. N.,” was not broad enough to cover the shipments, nor were 
the little pieces a water clarifying and purifying compound with- 
in the meaning of those words. Therefore, it had to resort to 
the principle laid down in the Memphis Freight Bureau Case, 17 
I. C. C. 90, to reach a conclusion as to whether the rates on 
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ground clay, not otherwise indexed by name, were reasonable to 
impose. 

After the shipments moved the carriers voluntarily estab- 
lished a rate less than the rate imposed. They contended that 
inasmuch as only five carloads moved in 1920 the volume of the 
movement did not warrant the backward extension of that rate 
to apply to shipments made before the establishment of the com- 
modity rate. The Commission agreed with the carriers and dis- 
missed the case. 


RATE ON WHEAT, MISSOURI TO GEORGIA 


In a report on No. 12338, Charleston Milling Co. vs. Director- 
General, opinion No. 7613, 68 I. C. C. 525-7, the Commission held 
that a rate of 36 cents on wheat, shipped in September and Octo- 
ber, 1918, from Sikeston and Benton, Mo., over the Frisco, to 
Atlanta, Ga., was illegal. It held the legal rate was 35 cents and 
awarded reparation. 

The issue was as to the meaning of the tariff publications 
providing rates made by combination on the Mississippi. The 
Commission held the special supplements issued under General 
Order No. 28 and the instructions thereunder did not have the 
effect of increasing the “bases of rates to be used in arriving at 
rates” from and to the points under consideration. That being 
so, the Commission said, the special or blanket supplement did 
not increase the “4 cents per 100 pounds higher than rates from 
Cairo” applicable on these shipments through Memphis. 


RATE ON BROKEN LIMESTONE 


A finding of unreasonableness and an award of reparation 
have been made in No. 12295, West Virginia Pulp & Paper Com- 
pany vs. Director-General, Opinion No. 7615, 68 I. C. C. 534-6. The 
Commission condemned a combination rate of $3.30 per ton on 
broken Jimestone, from Thomasville, Pa., to Tyrone, Pa., imposed 
on 97 carloads that moved between June 25, 1918, and February 
5, 1919, holding it unreasonable to the extent it exceeded the 
commodity rate of $1.70 per ton, applicable from April 12, 1917, 
to February 10, 1919, on ground limestone, a commodity worth, 
according to the Commission’s report, at least twice broken lime 
stone. 

The rate of $1.70, established in 1912, was applicable until 
April 12, 1917. On that day the tariff was reissued but the com- 
modity description was changed from plain to ground limestone. 
The rate was not changed when the commodity description was 
made to read ground limestone. Shortly before June 25, 1918, the 
auditors noted the change in the description and refused to apply 
the commodity rate that had theretofore been imposed on the 
broken stone. Bills for undercharges were presented on 97 car- 
loads that moved between June 25, 1918, and February 5, 1919. 

The Director-General defended the combination of $3.30 for 
the haul of 177 miles, on the ground that the rate which had 
become $1.70 on June 25, 1918, was originally a state-made de- 
pressed rate and that the rates as low or lower for longer hauls 
on ground limestone, cited by the complainant, were made to 
take care of the large movement of ground limestone used for 
agricultural purposes. He said agricultural ground limestone 
would not move long distances except at a depressed rate. Com- 
parisons were offered to show the reasonableness of the $3.30 
rate, but the Commission said nearly every rate shown was lower 
for a longer haul. 

On brief the Commission was asked to authorize the West- 
ern Maryland and the Director-General to waive the collection 
of undercharges on shipments moving between April 12, 1917, 
and June 25, 1918. The Commission, however, said the prayer 
was for reparation during federal control only and that the West- 
ern Maryland was not a party to the case. 


RATES ON LINSEED OIL 


Rates on linseed oil in Official Classification territory have 
been condemned as unreasonable to the extent they exceeded, 
exceed or may exceed the contemporaneous rates on cottonseed 
oil, in a report on No. 12663, Midland Linseed Products Company 
vs. Director-General, as agent, West Shore, et al., opinion No. 
7612, 68 I. C. C. 522-4. The carriers are to establish rates on the 
basis of cottonseed rates, not later than July 8, from Edgewater 
(Undercliff), N. J., to specifically mentioned destinations. The 
decision also carries an award of reparation. The destinations 
mentioned in the order covered the Official Classification tert! 
tory so amply that the effect of the order will be to require 
rates on linseed oil no higher than those on cottonseed oil 
wherever there could possibly be movement of the two vegetable 
oils. 





DISTRIBUTION OF CARS FOR HAY 


An order of dismissal has been entered in No. 11875, Gaynor 
Brothers vs. Director-General and C. M. & St. P., opinion No. 
7618, 68 I. C. C. 541-4, the Commission holding the allegation of 
the complainants that they were unduly prejudicial in the dis: 
tribution of empty cars for the shipment of hay, in comparison 
with other shippers, at Forestburg and Woonsocket, S. D., had 
not been sustained by the evidence. It also held the minimum 
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involved had not been shown to have been unreasonable. 
complaint covered shipments in the fall of 1919 and the spring 


The 
of 1920. 





GRAIN TRANSIT AT SCHUYLER, NEB. 


A conditional disapproval has been given, in I. and S. No. 
1480, to.the proposal of the Burlington to cancel transit on 
grain and seeds at Schuyler, Neb., opinion No. 7621, 68 I. C. C. 
550-1. The Commission held that if the carriers continued the 
transit at Fremont, Neb., to which the protestant assented, 
they might discontinue it at Columbus, Neb. Schuyler is on 
the Union Pacific, midway between Columbus and Fremont and 
at the end of a branch of the Burlington. The mill of the pro- 
testant, Wells-Abbott-Nieman Company, is not reached by the 
Burlington. Traffic to and from it must be drayed for shipment 
over the Burlington. When turned over to the Union Pacific 
at Fremont or Columbus the transit involves a back haul. The 
schedules proposed to cancel transit at Fremont and Columbus 
on grain from Schuyler. 


RATE ON GALVANIZED WIRE 


The Commission has dismissed No. 11235, D. Nagase & Co., 
Lt, vs. Director-General, as agent, New York Central et al., 
opinion No. 7617, 68 I. C. C. 5389-40, on a finding that the rate 
of $1.25, on galvanized wire, imposed on two carloads on June 
26, 1918, from Grand Crossing, Ill., to Seattle, for export, was 
not unreasonable or unduly prejudicial. The export rate prior 
to June 25, 1918, was 40 cents. The complainant contended the 
rate of $1.25 was unreasonable and unduly prejudicial to the 
extent it exceeded a subsequently established rate of 60 cents. 


P. & N. W. AND TAP LINE CASE 


The Commission has dismussed No. 10959, Prescott & North- 
western vs. Missouri Pacific et al., opinion No. 7605, 68 I. C. C., 
487-91, thereby refusing to release the applicant from the limita- 
tion placed on it in the tap line case, which restricts the divi- 
sions its connections may pay it to the allowances made by the 





RATING ON TIRE CARRIERS 


Examiner Leo J. Flynn has proposed the dismissal of No. 
12973, Chevrolet Motor Company of New York vs. Director-Gen- 
eral, as agent, Grand Trunk Western et al., on a holding that 
the fourth class rates on automobile tire carriers, in carloads, 
from Detroit to Tarrytown, N. Y., shipped between October 18, 
1917, and October 20, 1919, were not unreasonable or unjustly 
discriminatory. The tire carriers were not specifically classi- 
fed. The rates applicable to hardware, not otherwise specified, 
were imposed. The complainant contended for fifth class, applic- 
able to certain kinds of machinery. It showed the average value 
of some of the machinery so shipped was slightly more than 
three times per pound that of the tire carriers, the examiner 
said. But, he said, while value was an important element in the 
determination of classification, it was not controlling. Nothing 
in the record, he said, warranted the Commission in coming to a 
conclusion other than the one announced by it in Chevrolet Motor 
Co. vs. Director-General, 68 I. C. C. 281. 


PREJUDICE IN LUMBER RATES 


A finding of undue prejudice, without damage, however, en- 
titling the complainants to reparation, and dismissal of the com- 
Plaint, has been recommended by Examiner I. L. Koch as to No. 
12459, White Pine Association of the Tonawandas et al. vs. Di- 
rector-General, as agent, New York Central, et al. He said the 
sixth-class rates on lumber applied between August 1, 1917, and 
December 30, 1919, on traffic from North Tonawanda, N. Y., to 
destinations in trunk line and New England territories, were 
hot unreasonable, or unjustly discriminatory, but that they were 
unduly prejudicial in comparison with rates from Ogdensburg 


and Morristown, N. Y. With regard to the undue prejudice, the 
examiner said: 


‘ It is not possible upon this record to determine whether or not 
~d rates assailed, or any of them, were unduly prejudicial to com- 
Plainants as compared with rates from some of the competing points, 
ro the reason that the exhibits showing those rates do not give dis- 
ances or earnings. Other rates are not accompanied by a satisfac- 
taty, showing of competitive movement thereunder. The foregoing 
le leaves no doubt, however, that, considering the differences in dis- 
mee and operating conditions, the relationship between the rates from 
as Tonawanda and the contemporaneous rates from Ogdensburg 
z Morristown, during the shipment period, was unduly prejudicial 
Doin Painants and unduly preferential of their competitors at those 
ag There is no proof, however, that complainants’ damage, in 
gu competition with dealers located at Ogdensburg and Morristown, 
po measured by the extent, or is the direct result, of the preferences 
corded those points. North Tonawanda was during the period of 
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Commission in the tap line case, plus the increases made by 
General Order No. 28 and Ex Parte 74. The Commission held 
that the complaint did not disclose such a change in relationship 
between the tap line so-called and the proprietary interest, the 
Ozan-Graysonia Lumber Co., as to warrant release from the 
order. While the timber of the proprietary interest along the 
rails of the short line has been cut off, the company has acquired 
timber on another road and the logs move in over the short line 
and lumber out so that the traffic of the proprietary interest in 
1919 constituted 45.1 per cent of the tonnage, producing 54.9 
per cent of the revenue. 


WYANDOTTE TERMINAL CASE 


In the Traffic World’s abstract of the Commission’s report on 
the Wyandotte Terminal part of No. 4181, the continuing indus- 
trial railway case (April 29, p. 925), it was erroneously stated 
there was no physical connection between the terminal and the 
Detroit, Toledo & Ironton or the Toledo Shore Line, at either 
Ford or Wyandotte, Mich., the towns served by the terminal. 
The fact, as stated by the Commission, is that there is no “pnys- 
ical connection except through the rails of the terminal, at Wyan- 
dotte or Ford, Mich., between the Ironton or the Shore Line, 
which uses the Ironton tfacks, and the Michigan Central. In 
order to effect interchange between these lines, it is necessary 
that an overhead switching service be performed by the terminal. 
For this service the terminal assesses its published rates.” 

Not all the complicated switching that takes place at the 
points mentioned was described, the chief purposes of the ab- 
stract being to show that the Commission had reversed itself, 
that the switching there was complicated, that the terminal did 
much work for shippers not stockholders or interested other than 
as shippers, so the Commission could not adhere to its former 
ruling that the railroad was not a common carrier. In addition 
to the owners of stock mentioned, the report also shows the 
Wyandotte Portland Cement Company as a controlling or affiliated 
industry. 











movement, and is at present, the largest white pine lumber market 
in the east, and while its shippers had to meet competition from 
points enjoying a lower basis of rates, such competition was not in 
any sense controlling. The proof with respect to damage is too un- 
certain to warrant an award of reparation upon a finding of undue 
prejudice. 


RATE ON WROUGHT-IRON PIPE 


Assistant Chief Examiner Ulysses Butler, in a report on 
No. 12953, Manhattan Oil Company vs. Atchison, Topeka & 
Santa Fe, et al., has advised the Commission to hold that the 
rate of $1.135, charged on four carloads of wrought-iron pipe 
and casing, from Bomar, Okla., to Cedar Vale, Kans., shipped 
in May, 1921, was unreasonable to the extent it exceeded 59.5 
cents per 100 pounds; that that rate should be established for 
the future, and that reparation be awarded to that basis. 


The carriers, Butler said, found there was no tariff author- 
ity for the rate assessed so they adjusted the charges to a rate 
of 90.5 cents, carried in a schedule which had been suspended 
and which was never allowed to become operative. He found 
the legally applicable rate was the fifth class rate of $1.14, and 
that the shipments, therefore, were undercharged. He found a 
commodity rate of 59.5 cents, from Kansas City base points, 
which include Cedar Vale to Bomar, and that that rate applied 
to the Fort Worth-Dallas group, a greater distance from Kan- 
sas City than either Bomar or Vale. The carriers suggested a 
rate of 98 cents, making no effort to defend the application of 
a class rate on a commodity which moves heavily from and to 
many points in that southwestern oil country. 


WEIGHT OF ICE CREAM CONTAINERS 


Examiner J. P. McGrath, in a report on No. 11948, Glacifer 
Company vs. American Railway Express Company, has advised 
the Commission to reverse the ruling it made in the original re- 
port in that case, 63 I. C. C. 153, that the express company should 
remove an undue prejudice against dry containers for ice cream, 
and abolish the preference shown by it for wet containers by 
allowing the 3-gallon dry containers to move at an estimated 
weight of 75 per cent of actual weight. His thought is the Com- 
mission should change its mind because, since the finding in the 
original report, the Glacifer Company has changed the form of 
its dry container so that its weight is considerably less than it 
was in the approved form at the time of the ruling, and that 
that change in weight of container, if the decision were not 
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reversed, would give the dry container an advantage not com- 
patible with the spirit of the law. 

“The actual gross weight of the dry package now manufac- 
tured by complainant is substantially less than that of the av- 
erage wet container and substantially less than the estimated or 
billing weight of the latter,’ said the examiner. “This, to- 
gether with the different methods of refrigeration employed, 
makes for dissimilar conditions attending transportation of ice 
cream in these respective packages.” He said at the actual 
weight of the dry package, compared with the billing weight of 
the wet package, the former has an advantage, in the five ex- 
press zones, of 17, 18, 20, 24, and 27 cents. Another fact cited 
by him was that retailers of ice cream prefer the wet container, 
consisting of a tub with ice and salt in it, because in such they 
obtain ice which can be used in repacking. The dry container, 
which does not spill brine on the floor of the express cars, car- 
ries no ice and is not so well adapted for use as a container from 
which ice cream can be sold at retail. 

The recommendation of reversal was made on a further hear- 
ing had on the application of the express company. It obeyed 
the order in the original report, but thinks it is an improper one 
for the Commission to keep in effect. 


SWITCHING AT PHILADELPHIA 


A recommendation that the complaint be dismissed has 
been made by Examiner H. J. Wagner, in a report on No. 13,- 
377, David Lupton’s Sons Company vs. Pennsylvania Railroad 
Company. He said the Commission should hold the refusal of 
the Pennsylvania to switch traffic, from the Lupton plant, in 
Philadelphia, to its connection with the Philadelphia & Read- 
ing, at Richmond Junction, also in Philadelphia, for interchange, 
or to establish a charge for such service was not in violation of 
the interstate commerce act. 

At present traffic from Lupton’s plant, on the Pennsylvania, 
is interchanged with the Reading only at Belmont, one of the 
six points in Philadelphia where the two trunk lines connect. 
Belmont is the recognized exchange point. Over the routes 
used by the Pennsylvania, Belmont is from 9 to 12 miles from 
Lupton’s plant, and the movement consumes from 12 to 24 hours. 
Were the traffic interchanged at Richmond Junction, only about 
11% miles from Lupton’s, the movement would not consume more 
than an hour or two, according to the estimates of the witness 
for the complainant, a former operating employe of the Penn- 
sylvania. 

Richmond Junction is used as an interchange only for in- 
bound anthracite coal, and for Reading inbound and outbound 
traffic to and from the Commerce Street branch, jointly owned 
by the two trunk lines but operated by the Pennsylvania. The 
complainant attacked, as unduly prejudicial, a charge of $9 per 
car for switching between two plants of the American Engineer- 
ing Company, claiming the charge applied to Richmond Junc- 
tion. After the filing of the complaint, the Pennsylvania speci- 
fically limited that charge so it would not apply to or from in- 
terchange points. The examiner said there had been no move- 
ment under that charge and that there was no competitive 
relationship between the engineering company and the com- 
plainant. 

As a final reason for saying the Commission should dismiss 
the complaint, Examiner Wagner said it did not appear the 
present routes available to the complainant, or the joint rates, 
were unreasonable, and that the establishment of the switch- 
ing charge might result in the short-hauling of the Pennsyl- 
vania to many points reached: on its own rails. He said the 
Commission was precluded from doing so, under the provisions 
of section 3, the record disclosing no public necessity therefor. 


SWITCHING OF EXPORT GRAIN 


A recommendation, by Examiner C. I. Kephart, made in a 
tentative report on No. 12639, F. B. Clay Grain Company et al. 
vs. Atchison, Topeka & Santa Fe, Director-General, as agent, et 
al., if adopted by the Commission, will wipe out the switching 
charges on export grain at Galveston, resulting from the refusal 
of the line-haul carriers to absorb the whole of the charges 
made by the Galveston Wharf Company and the Southern Pa- 
cific Terminal Company. The line-haul carriers absorb all but 
$1.50 per car of the charges of the Galveston Wharf Company. 
The unabsorbed part of the Southern Pacific Terminal charge 
is smaller, because the terminal company did not follow the 
wharf company in making a $1 increase in charges in May, 1920. 
Kephart said the Commission should hold unreasonable the 
aggregate of the line-haul rates and port switching charges on 
grain for export, from points in Oklahoma, Kansas, Nebraska, 
the Dakotas, Iowa, Missouri, Minnesota, New Mexico, Colorado, 
Wyoming, Montana, Idaho and Utah, to the elevators at Galves- 
ton, and that reparation should be made to the basis of com- 
plete absorption. He said the reparation should be limited to 
those speaking for themselves and not seeking, in a representa- 
tive capacity, for unknown persons at the points of origin of 
the grain, for refunds. 

The complaint was made by individuals, firms and corpora- 
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tions at Kansas City and Denver, handling grain for export, 
through the elevators on the piers at Galveston. The line-hauyl 
carriers do not reach those elevators. They employ the Galves. 
ton Wharf Company and the Southern Pacific Terminal Company, 
the name of the latter indicating its affiliation. They alleged 
the aggregate of rates and charges, since January 1, 1917, were 
unreasonable, and unduly prejudicial. They asked the ,Commis. 
sion to prescribe, for the future, the published export rates to 
Galveston, free of any additional switching charge, and an 
award of reparation to that basis. 

The wharf company, named as one of the defendants, took 
the position that it was merely a switching agency employed 
by the road-haul carriers in the completion of their contracts, 
and that its charges should be included in the freight charge 
made to the shipper, and not in addition thereto, in accordance 
with the holding of the Commission in Absorption of Switching 
Charges at Fort Worth, 61 I. C. C. 73-6. It showed, according to 
the examiner, that switching charges much greater than those im- 
posed by it were wholly borne by the carriers at competitive ports, 
such as $7 and more, on export grain handled at New Orleans. It 
pointed out that at Texas City, across the bay from Galveston, 
a switching charge of $7 was absorbed. It also pointed out that, 
generally speaking, at all other ports in the United States the 
switching charges were wholly absorbed by the line-haul car. 
riers, and that on domestic shipments to Galveston the absorp- 
tion was complete. It insisted that the excess charge imposed 
on export shipments at Galveston subjected that port to a disad- 
vantage in competition with other ports. In addition it was 
pointed out carriers absorb, on other import and export traffic, 
at Galveston, charges, running as high as $28.70 on fuller’s 
earth, despite greater difficulty in handling the other traffic. 

While the complaint said grain, the examiner’s report spoke 
only of wheat, and the recommendation, in terms, embraces only 
wheat and that was the only kind of grain apparently in the 
shipments on which reparation was desired. 


W. & N. CLASS RATE REVISION 


A revision of class rates to and from Lake Denmark and 
Picatinny, N. J., important stations on the Wharton & Northern, 
has been recommended by Examiner J. P. McGrath in a repori on 
No. 12497, United States of America vs. Director-General, as 
agent, Baltimore & Ohio et al. The report covers complaints 
brought on behalf of the War and Navy departments. 'The navy 
maintains an ammunition depot at Lake Denmark. The war de- 
partment operates a manufacturing and storage arsenal at Pica- 
tinny, a few miles from Lake Denmark. The two departments, 
as shippers of ammunition and explosives, were interested chiefly 
in first class rates applicable to their commodities. 


McGrath proposed the Commission should hold the class 
rates between the two towns where the government has its 
plants, and interstate destinations, unreasonable to the extent 
the Wharton & Northern components, established September 1, 
1920, exceeded those in effect immediately prior to that date and 
that reparation should be ordered to the earlier basis; that the com- 
bination class and commodity basis was and is not unreasonable 
per se; but that for the future, class rates from and to Picatinny 
and Lake Denmark, to and from points in central freight asso- 
ciation territory would be relatively unreasonable to the extent 
they might exceed the class rates contemporaneously maintained 
to and from points on short lines in that vicinity mentioned in 
the report itself and considered in the various cases involving 
the Wharton & Northern, which are accorded the New York 
district rates, from and to the same points. 


The examiner said joint class rates, on the basis indicated 
should be established between Picatinny and Lake Denmark and 
points in Central Freight Association territory. He said the 
prayer for joint rates to and from other points should be denied. 
In view of the conclusions proposed he said it was unnecessary 
to discuss the jurisdictional questions as to rates on intrastate 
traffic and whether the statute of limitations had run against 
the complaining governmental departments, one of which filed 
the main complaint and the other sub-number thereunder. 


The report recommends a condemnation of the increases 
made by the Wharton & Northern September 1, 1920. It claimed 
to have made them under the authority of the Commission’s 
orders giving effect to the tariffs under Ex Parte 74. The exam 
iner said its claim in that respect was not founded on fact. He 
pointed out to the Commission in Ex Parte 74 that no effort had 
been made by the carriers to justify the minimum class scale, 
beginning with 25 cents first class, made operative by reason 
of General Order No. 28, in which the Director-General said 
that where the class rates began with a minimum less than 
25 cents per 100 pounds, that minimum scale should be put into 
effect. It said increases should not be made in that scale. The 
Wharton & Northern put that minimum class scale into opera 
tion. Then, notwithstanding the Commission’s condemnation 
of it because it had not been justified, it increased the class 
rates made under that scale, in accordance with the permission 
in Ex Parte 74 granted as to other rates. 

The Wharton & Northern being owned by the Wharton 
Steel Company and being the creator chiefly of deficits durims 
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the last six or seven years, the Commission, in other cases, dis- 
cussed the facts relating thereto at length and Examiner Mc- 
Grath in his report on the government’s complaints, referred to 
the prior cases involving the short line, which, in one of them, 
the Commission held it to be a short line of trunk line type. 


NEW YORK DOCK RAILWAY DIVISIONS 


A recommendation of dismissal has been made by Examiner 
Leo J. Flynn in a report on No. 13010, New York Dock Railway 
vs. Baltimore & Ohio et al. The complaint alleged that the divi- 
sions out of joint rates in effect between the dock railway and 
its connections were in violation of the interstate commerce law. 
It asked for the prescription of’ just, reasonable and equitable 
divisions of the alleged joint rates and charges to be received by 
the complainant. The complaint proceeded upon the assumption 
there were joint rates and charges in all cases. 

Flynn said the Commission should hold that the complainant 
did not participate in joint rates with the defendants with the 
exception of a relatively small number of rates, and that as to 
them the complainant had not furnished data to serve as a basis 
for a valid prescription of divisions in accordance with the law. 
He said the complainant had joint rates with the Santa Fe, Ban- 
gor & Aroostook, Bessemer & Lake Erie, Buffalo, Rochester & 
Pittsburgh, Duluth, Missabe & Northern, Morgan’s L. & T. R. R. 
& S. S. Co., New Orleans, Texas & Mexico, Norfolk & Western, 
Pittsburgh, Shawmut & Northern, Cotton Belt, Southern, Temis- 
couata, Western Maryland and the lines for which J. J. Cottrell is 
agent on certain heavy-loading commodities such as brick, ce- 
ment, coal, coke, copper, cotton, lumber, hides, iron and steel, 
petroleum and its products, wood pulp and wool. Some tariffs 
provide rates “via Greenville, N. J., and New York Dock Railway 
Floats.” 

The examiner said that before proceeding with the case the 
Commission would have to decide whether the railroad was a 
common carrier. On that point he said it should so hold, al- 
though it is a peculiar railroad, in that it consists of three parts 
not connected, each serving a particular dock. The dock com- 
pany owns the stock of the dock railway company. It organ- 
ized the railway company some years ago and separated its busi- 
ness into two distinct parts, one being that of a wharfinger and 
warehouseman, and the other that of a common carrier. 

Flynn said the Commission should hold the dock railway 


to be a common carrier which furnishes an important service to 


the public and that it is efficiently operated. 

The carriers mentioned, not one of which connects with the 
rails of the dock company, shows it as a participating carrier. 
The direct connections publish rates to points on the dock rail- 
way which they could not reach over their own rails. They 
provide, however, for payment of allowances to the dock com- 
pany. On the facts set forth Flynn said the Commission 


should find that the complainant is not a party to joint rates 
with the defendants with the exception of certain rates as to 
which a different finding has hereinbefore been made, and the 
record affords no basis upon which proper divisions of such 
Joint rates as it does participate in can be determined. 

As hereinbefore noted the trunk lines provide for allowances 
to the dock company for services performed by the dock railway. 
The amounts, however, actually are paid to the dock railway. 
The trunk lines are therefore publishing rates to and from sta- 
tions which are not on their lines and which cannot be reached 
y any line which is a party to their tariffs or by any carrier to 
which an allowance for service beyond the eastern termini of the 
trunk lines is lawfully provided. Obviously this is in violation 
of the requirements of the law and the Commission’s regulations 
with respect to the publication of rate schedules. 


The examiner said the Commission should see that action 
was taken to rectify the situation caused by the tariffs of the 
trunk lines that provide for deliveries on the rails of the dock 
railway and for the payment of allowances to the dock company, 
Without, however, saying what that action should be. 


RATES ON RIG IRON OUTFITS 


A Examiner J. O. Cassidy has recommended the dismissal of 
No. 12228, Bradford Rig & Reel Company vs. Director-General, as 
agent, on a holding that rates on rig iron outfits, in straight car- 
loads, from Iola, Kan., to Tulsa, Okla., since March 1, 1918, were 
and are not unreasonable. 


RATES ON HARD COAL TO DETROIT 


Attorney-Examiner Charles F. Gerry, in a report on No. 
13289, Mark McFadden vs. Director-General of Railroads, as 
agent, has recommended a holding of unreasonableness and 
awards of reparation, as to rates on hard coal, from points in 
ennsylvania, to Detroit, via Buffalo, Black Rock or Suspension 
Bridge. The cases were like the Gosline, 55 I. C. C. 220, and 
Koenig cases, 57 I. C. C. 241, especially the latter. In the last 
Mentioned case the Commission held the rates were unreason- 
able to the extent they exceeded $3.70 on prepared and $3.45 
on smaller sizes. The same holding was recommended in this 
and related cases, the other cases being No. 13289 (Sub-Nos. 
2 and 9), Same vs. Same; (Sub-Nos. 1, 6 and 7), R. L. Aylward 
Vs. Same; (Sub-Nos. 3 and 5), West Side Coal Co. vs. Same; 
(Sub-No. 4), Schmied Coal & Lumber Co. vs. Same; (Sub-No. 8), 
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Union Coal Co. vs. Same; 
Coal Co. vs. Same. 


and (Sub-No. 10), E. E. Burdette 


RATES ON PETROLEUM FUEL OIL 


Examiner Henry C. Keene has advised the dismissal of No. 
12896, East Bay Water Co. vs. Director-General, and No. 12966, 
Same vs. Same, on a holding that the rates charged on petroleum 
fuel oil, between August 10, 1918, and March 1, 1920, from 
Richmond, Calif., to Alvarado and Oakland, Calif., were ap- 
plicable to the traffic and had not been shown to have been 
unreasonable. 


RATES ON SOFT COAL 


A finding of unreasonableness as to rates on soft coal from 
Long Island Sound ports in Connecticut and Rhode Island to 
interior Connecticut destinations has been recommended by 
Examiner M. G. de Quevedo in a report on No. 12134, Manufac- 
turers’ Association of Connecticut, Inc., vs. Director-General, as 
agent. He said the Commission should hold them unreasonable 
to the extent that they exceeded the rates established October 
21, 1918, and that reparation be made to the parties in behalf 
of whom the association made its complaint. The complainant 
contended that only one increase should have been applied to 
the rail factors used in making up the rail-ocean-and-rail com- 
bination. Quevedo said whether the Director-General’s order 
had been properly followed was not in issue, but that the issue 
was as to whether the rates were reasonable, and on that he 
made his recommendation, as hereinbefore set forth. 


REPARATION ON COAL 


In a tentative report on No. 13117, Little Fork Coal Co. 
vs. Eastern Kentucky Railway Co., Director-General et al., 
Examiner Myron Witters said the Commission should find that 
the claim for reparation on shipments of coal, during federal 
control, from Willard, Ky., to Cincinnati and points in that 
switching district, and to destinations in Central Freight Asso- 
ciation territory, was barred by the statute of limitations, as 
to all shipments before February 5, 1920. Witters said that in 
the first complaint, the coal company had not prayed for rep- 
aration on shipments moving before that date. The first case 
was disposed of in 59 I. C. C. 693, the Commission holding the 
rates unreasonable. The second case was brought to collect 
reparation. 

As to reparation on claims not barred, the examiner said 
it should be denied, because there was no proof that the com- 
plainant had paid the freight, the only testimony being to the 
effect that the sales agency remitted to the complainant what 
was left after deducing cost of selling and freight. 


EXPRESS RATES TO SIOUX CITY 


Examiner C. I. Kephart, in a report on No. 12402, Hanford 
Produce Co. vs. Director-General and American Railway Express 
Co., said the Commission should find the express rates charged 
complainant, from stations on the Minneapolis & St. Louis Rail- 
road in Minnesota and South Dakota to Sioux City, on and 
after August 1, 1919, were, are, and for the future will be, un- 
reasonable to the extent that they exceeded, exceed or may 
exceed the contemporaneous commodity continuous distanc 
scale of rates on cream, in cans, applicable throughout the upper 
Mississippi Valley. 


RATES ON LIVE STOCK IN TEXAS 

In a tentative report on No. 13002, Kansas City Live Stock 
Exchange vs. Abilene & Southern et al., Examiner John A. Mc- 
Quillan has recommended a holding that the rates on live stock, 
from Kansas City to Texas points, are unreasonable and unduly 
prejudicial. 

He said the Commission should find that rates on beef 
cattle, stock cattle, calves, stocker calves, hogs, sheep and goats, 
from Kansas City to Texas points, are unreasonable and unduly 
prejudicial as to the extent that they exceed the rates that 
will result from the application of the scale now applicable 
over defendants’ lines, between Texas points and Wichita, Okla- 
homa City and other points, and which is now published in 
F. A. Leland’s tariff, I. C. C. No. 1497. 


RATES TO MEXICO UNDER EX PARTE 74 


Acceptance by the Commission of a tariff prepared and 
filed by a carrier in contravention of the Commission’s findings 
makes the rates therein contained the legal ones to be collected. 
That is what Examiner H. J. Wagner proposes the Commission 
shall hold in No. 13384, Greene Cananea Copper Company vs. 
Chicago, Rock Island & Pacific et al., as reason for its dismissal 
of a complaint alleging increased rates on fuel oil and other 
commodities, from points in the United States to Cananea, Mex., 
because not in compliance with the Commission’s holding, in 
Ex Parte 74, that nothing in that decision should be construed 
as authorizing any increases in the proportions of joint through 
rates to or from points in foreign countries accruing in such 
foreign countries. Countiss, however, did not obey that injunc- 
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tion. The complaint was filed on the theory that the rates, not 
having been filed in accordance with that injunction, the Com- 
mission should declare them illegal and order refunds. 


RATES IN CAL., ARIZ., AND COLORADO 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 13267, San Luis Valley Federation of Commerce and Romeo 
Stores Company vs. Director-General, Denver & Rio Grande 
Western et al., on a finding that the rates on various commodi- 
ties, from and to points in California, Arizona and Colorado, 
based on a combination of local rates to and from Walsenburg 
and Salida, Colo., and Santa Fe, N. M., are not unreasonable or 
unjustly discriminatory. Gaddess said the complainants relied 
for relief on correspondence with the Commission, in which an 
informal ruling as to the meaning of tariff provisions involved 
in the case was made. That construction, he said, was dif- 
ferent from that that should be given in disposing of the case. 


RATE ON BRICK 


An order of dismissal has been recommended by Examiner 
C. I. Kephart as to No. 12738, Sunderland Brothers Company 
vs. Chicago, Burlington & Quincy et al., on a holding that the 
applicable rate on a car of common brick, shipped from Fre- 
donia, Kan., to Watson, Mo., in February, 1917, was not un- 
reasonable. The conditions which caused allegations of viola- 
tion of the third and fourth sections, he said, had been changed, 
so there was no reason for going into them. He found over- 
charges and said the Commission should order them removed. 


RATES ON HOUSE-HEATING FURNACES 


Examiner John A. McQuillan has recommended the dis- 
missal of No. 13077, Morrill-Higgins Company vs. Director-Gen- 
eral, as agent, on a holding that rates on house-heating furnaces, 
from Belleville, Ill., to Omaha, Neb., between January 8 and 
July 16, 1919, were not unreasonable. 


RATE ON SULPHATE OF ALUMINA 


Dismissal of No. 13188, West Virginia Pulp & Paper Com- 
pany vs. Director-General, as agent, has been recommended by 
Examiner J. Edgar Smith, on a finding that the sixth class rate 
of 19 cents, on sulphate of alumina, from Marcus Hook, Pa., to 
Williamsburg, Pa., between July 25 and November 7, 1918, in- 


clusive, was not unreasonable or otherwise in violation of the 
act. 


RATE AND RATING ON BLACKSTRAP 
Attorney-Examiner Charles F. Gerry has proposed the dis- 
missal of No. 13276, Dey Manufacturing Company vs. Philadel- 
phia & Reading et al., on a finding that the rate and rating on 
final or blackstrap molasses, in carloads, in barrels, from Phila- 
delphia to Cleveland, since March 1, 1920, had not been shown 


to be unreasonable or otherwise in violation of the interstate 
commerce law. 


CLERKS SEEK INJUNCTION 


An injunction to enjoin the Pennsylvania Railroad from pro- 
ceeding with its election of representatives with whom to nego- 
tiate rules for clerks was asked for by the Brotherhood of Rail- 
way and Steamship Clerks, Freight Handlers, Express and Sta- 
tion Employes, in a suit filed in the United States District Court 
at Philadelphia. The suit is an outgrowth of the Pennsylvania’s 
dispute with the shop crafts and the Labor Board, in which 
the board ordered the carrier to provide for the selection of 
organizations as well as for the selection of individuals on the 
ballots sent out to the employes. In that case the Pennsylvania 
was cited for non-compliance with the order and obtained an 
injunction to restrain the board from finding it in violation of 
the order. 

In the application the clerks assert they “wish to learn if 
the orders of the Labor Board can be enforced,” in spite of the 
fact that the Labor Board has never, so far as is known, passed 


on the Pennsylvania’s conduct in anything but the shop craft 
election matter. 


BOARD CONSIDERS WAGE CASE 


With the docket clear of all cases of major importance, the 
Labor Board, May 16, turned over all minor hearings to its 
examiners and began to devote its time to consideration of the 
wage case. It was said that, unless something unforseen de- 
velops, nothing will be allowed to interfere with the concentra- 
tion of the board members on that case until a decision is ready 
for distribution. 

Six weeks is about the lowest estimate made of the time re- 
quired for the board to arrive at a decision. A more conservative 
estimate, and one which is more frequently heard, is that the 
decision will be ready about the middle of July. That the mem- 
bers of the board have a mounmental task ahead of them is indi- 
cated by the mass of evidence taken in the case. The oral testi- 
mony covers over 2,200 large pages printed in 8-point type; 
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presentations made, but not included in the testimony, fill two 
dozen heavy mimeographed volumes; a single set of the exhibits 
filed, consisting mainly of statistics and graphs, comfortably fills q 
four-foot packing case; the correspondence of one of the board 
members with regard to the case fills seven standard letter-size 
filing drawers. : 

Guesses as to what the decision will contain are as varied 
and even more unreliable than the estimates as to the date when 
it will be issued. About the only thing there seems to be a 
modicum of agreement on is the question of the wages of the 
maintenance of way laborers. Although it was against these 
wages that the railroads complained particularly, it is thought 
unlikely that the board will,make any extensive cut in the 
wages of the lowest paid,class. At least one of the members of 
the board, it is known, adheres to the idea that to cut into the 
wages of the railroad unskilled laborers at the present time 
would mean wholesale desertions of these men as soon as general 
business improves in a slight degree. 


PURCHASE OF RAILROAD COAL 


The Trafic World Washington Bureau 


Secretary Hoover has suggested to the American Railway 
Association that it establish a committee to buy coal for the 
railroads as one means of checking rising coal prices. In a 
statement issued after it was said at the White House that the 
Administration would curb rising coal prices, Mr. Hoover said: 

The tendency of coal prices to rise at the mine, in certain dis- 
tricts, will be checked. In order to devise measures for protection of 
consumers, I have called a meeting of the representative operators 


from the different producing fields for consultation, and I have been 


assured that they will co-operate to prevent speculation and rising 
prices. 

I have also requested the American Railway Association to con- 
sider the creation of a buying committee for railway coal and have 
made the same request of the public utilities associations. I shall 
ask that certain other large consuming industries undertake the same 
measures in order that we may stop bidding against each other and 
against the general consumer, 

At the present time the price of coal has risen unduly in certain 
districts, while in other districts there is an insufficiency of orders to 
employ the mines full time. There are very large stocks of coal in the 
country in the possession of consumers and the problem is one of 
co-ordination and co-operation. The reports of certain wholesalers 
that there is a shortage of coal is untrue and designed to further 
their personal ends. 


COAL PRODUCTION REPORT 


“Production of soft coal increased at the beginning of the 
sixth week of the strike (May 8-13),” the Geological Survey says 
in its current coal report. “The early returns indicate an output 
of close to four and a half million tons. Production of anthra- 
cite, however, remains practically zero. 

“The revised figures for the fifth week (May 1-6) show 
4,161,000 tons of bituminous coal and 6,000 tons of anthracite, a 
combined output of 4,167,000 tons. In the corresponding week 
of the 1919 strike 5,245,000 tons of soft coal and 2,014,000 tons 
of anthracite were produced, a total of 7,259,000 tons. The cur: 
rent output of all coal is therefore some 3,000,000 tons a week 
short of the 1919 experience. 

“For the first time since the strike began loadings passed 
the 13,000-car mark on Monday of the week (May 8-13). Yet the 
record of Monday was exceeded on each of the days following, 
and the returns so far received for Friday forecast a production 
of from 4,400,000 to 4,500,000 tons for the week. In comparison 
with the week preceding this is an increase of 9 per cent.” 

The loadings in the sixth week up to May 12 were reported 
as follows: May 8, 13,045 cars; May 9, 13,260 cars; May 10, 
13,384 cars, and May 11, 13,234 cars. Unbilled cars of coal al 
the mines totaled 14,738 (estimated) daily in the week ended 
May 6 as against 18,736 cars daily in the preceding week. 

During the fifth week of the strike the coal forwarded to 
New England through the Hudson gateways consisted of 758 cars 
of anthracite and 703 cars of bitumionus coal. The present 
movement is therefore less than a third of that in the correspond 
ing week a year ago. ‘ 

The strike has had little effect on the volume of coal moving 
through Hampton Roads, for although many mines in the NeW 
River and Kanawha fields, which ship through this port, have 
been closed by the strike, the increase in demand has been suf: 
ficient to call forth greater shipments from mines in the districts 
remaining at work—Pocahontas, Tug River, Kenova-Thacke! 
and Winding Gulf. During the fifth week of the strike dumpines 
declined to 360,156 net tons, practically the same figure as thal 
for the week ended April 22. 

The outstanding features of the tidewater business for April 
were the sharp decrease in dumpings at the northern ports, and 
the continued heavy business at Hampton Roads and Charlesto?. 
The total quantity handled at tidewater piers was 2,543,000 net 
tons, a decrease, when compared with March, of 24 per cent. 


CENTRAL OF GEORGIA BONDS 
The Central of Georgia has been authorized by the Com 
mission to issue $1,313,000 of refunding and general mortgag® 
6 per cent bonds to be pledged as collateral for advances under 
section 209, for loans under section 210, or for short-term notes. 
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A lawyer, a legislator, a federal judge, a governor, and 
chairman of the United States Railroad Labor Board—all of 
these Ben W. Hooper has been at one time or another in his 
life; but should you ask him what he is, it’s a ten to one shot 
he'll answer: “A Tennessee mountain man.” He is 51 years 
old now, and although the above is no mean list of accomplish- 
ments for any man, it carries with it added romance when the 
man’s beginnings as a waif on the streets of Knoxville are 
considered. 

It was only 15 years after he was rescued from the streets 
that he was elected a member of the state legislature—at the 
age of 21. Add 18 years and we have him as the first Republi- 
can governor of Tennessee in 30 years, one who managed to 
make himself sufficiently liked to win a second term. 

While governor of a strangely agitated political unit the 
attribute, or combination of attributes, which is his most promi- 
nent feature came to full flower. For want of a better expression 
it must be called fighting diplomacy; the expression seems pe- 
culiarly apt. Call Hooper a fightin’ diplomat and you have 
described him. 


He must have begun his diplomatic training early. It must 
have been fostered even before his year of majority, when he 
went down to the capitol as a member of the legislature and 
was advised by Bob Taylor—the famous “Fiddler Bob’’—to stay 
out of politics. It must have had something to do with the law 
training he gave himself after leaving Carson’s & Newman’s 
college, and with the organization of Company C, Sixth United 
State Volunteer Infantry, which Captain Hooper led through 
nine months of war with Spain. 


The four years in the state legislature completed the young 
lawyer of Newport’s political career. At least he thought so 
and he spent the next six years in building up an extensive if 
not over-lucrative practice in the mountains of eastern Ten- 
nessee. If he gained not in worldly wealth, however, he gained 
in friends and to this day East Tennessee is as proud of Hooper 
as Hooper is of East Tennessee. 

During those years Hooper also gained for himself a wife. 
Anna B. Jones, the pride of the mountains, a daughter of the 
Virginia Randolphs, and a real aristocrat—with a coat of arms 
and everything. Hooper gets a deal of enjoyment in telling how 
his oldest daughter pleaded with him, at one time, to adopt a 
coat of arms for the Hooper family. 

“I gave deep thought,” he will say, “to the English, German, 
Italian and Irish, among whom my grandparents were equally 
divided, and then I told her that I thought an appropriate 
escutcheon would be a monkey, rampant, on a hand-organ field, 
graced with a bunch of bananas, and bearing the motto: ‘Sella 
da banan’—‘Maka da mon’.” 

_ The mountain lawyer’s re-entrance into politics took place 
in 1906, when he was appointed assistant United States attorney 
in his district. In 1910 he was nominated for governor by the 
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Republicans, first, and later by a convention of independent 
Democrats. Another one of Hooper’s characteristic reminiscences 
concerns that Democratic convention, where he, the son of a 
Union soldier, faced five hundred Confederate veterans, seated 
in the places of honor. 

“But I got a reception,” he said. “In the midst of the final 
uproar a man seated at my left leaned over and said: 

“ ‘Hooper, see that man a few rows back—that fellow up on 
the chair there awaivin’ his coat ’round his head?’ 

“*Ves, I see him. Why?’ 

“ ‘Well, sir, That’s my presidin’ elder!’ ” 

People in Tennessee like to tell about Hooper’s two terms 
as governor. How he struggled with a recalcitrant legislature 
in which he, with Republicans and independent Democrats com- 
bined, maintained only the barest majority at times, and some- 
times even lost that. How the legislature bolted across the state 
line on two occasions when it did not want to consider the mat- 
ters that the governor wanted it to consider. How it frittered 
away a limited special session without paying any attention to 
the matter for which the session had been called, and how it got 
to home to find a call for another special session in which the 
purposes were so closely defined that further evasion was im- 
possible. Those are only a few of the things that he had on 
which to exercise his fightin’ diplomacy—and he won his point 
more often than not. It moved one of his opponents to exclaim 
after his retirement: “His ideas of what was right may not 
have coincided with ours; but his method of fighting for what 
he thought was right was a thing of diplomatic beauty and a 
pugnacious poem.” 


It was, therefore, fitting and proper that President Harding 
should dig back into the mountains to drag from his retire- 
ment an obscure chancery judge, by the name of Hooper, to 
place on the Labor Board at a time when every voice was raised 
against it. And it was a foregone conclusion that this same 
Hooper would be the leader of that body from the day of his 
arrival in Chicago; just as it was a foregone conclusion that he 
would eventually be its chairman. 


“Hobby?” exclaimed Hooper, “My family is my hobby. I 
was contented in that little valley between two steep mountains 
when the President’s call came. I was anticipating the quiet 
life of a country judge and was putting in my leisure time 
harnessing up a little spring and piping it into our cottage; 
stringing wires for our telephone on poles cut in the back yard; 
installing a little lighting plant, and planting an orchard. Now 
I’ll have to start all over again and there isn’t much chance for 
pursuits like that in a city like Chicago. Perhaps it is well, 
therefore, that I can work here until all hours—that my work 
leaves little time on my hands. 

“T like my present work very much and it is that that makes 
me refrain from advocating for myself the eight-hour day I ad- 
vocate for every one else.” 
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Aside from being a diplomat, Hooper is essentially a family 
man. When he is not at his Morgan Park home, joining in the 
activities of one or the other of his six children, one or more of 
them can be found waiting at his office for a spare moment in 
their father’s busy day. In the family group shown above they 
are, from left to right: Lemuel W., James Randolph, Newell 
Sanders, Ben W., Ben Jones, Mrs. Anna B., Anna B., and Janella 
Hooper. 


COAL ROAD ABANDONMENT 


The Trafic World Washington Bureau 


Abandonment of the Chicago & Indiana Coal Railway Divi- 
sion of the Chicago & Eastern Illinois Railroad, as to interstate 
and foreign commerce, has been authorized by the Commission, 
the application of Redmond D. Stephens, as co-receiver, having 
been approved. The line extends from Brazil, in Clay county, 
Indiana, to LaCrosse, in LaPorte County, Indiana, with a branch 
from LaPorte to a point on the Indiana-Illinois state line, com- 
prising 162.1 miles of main track. 


A large number of objections to the proposed abandonment 
was filed with the Commission by individuals, corporations and 
organizations of business men and shippers interested in the 
operation of the line. The application for abandonment was 
filed at the direction of the court which appointed the co-receiver. 

The report of the Commission showed that for the five 
years ending December 31, 1920, the net railway operating in- 
come of the coal road showed a deficit of $1,684,371.81, and 
that for the first five months of 1921 the deficit was $234,272.24. 
The road was valued at $6,380,101.93 as of June 30, 1921, on the 
books of the Chicago & Eastern Illinois Railroad Company. 
Continuing, the Commission said: 


On behalf of the protestants it is claimed that large investments 
have been made in various business enterprises along the line and 
many industries have been established which require railroad facili- 
ties and which have no other railroad connection. It is shown that 
there are grain elevators at 29 stations, and it is asserted that if the 
road were abandoned most of these elevators would become useless 
and have only a scrap value. Most of these elevators handle coal, 
tile, fertilizer and feed for the communities in which they are lo- 
cated. One of the chief industries in the territory served by the 
coal road is the manufacture of clay products. At Brook there is 
located a terra cotta and tile plant, with an investment of $83,000 
and an average normal business of 500 cars annually. This plant 
would be without railroad service if the road were abandoned. 
Two plants of this character are located at Mecca, one representing 
an investment of approximately $600,000 and the other an investment 
of $154,000. It is claimed that the former would ship 2,000 carloads 
annually and the latter 1,000 carloads annually if the necessary rail- 
road equipment were furnished. Mecca is not served by any other 
railroad. A number of the shippers who testified at the hearing com- 
plained of the difficulty of securing the necessary amount of equip- 
ment. 

There are some 48 towns and villages along the line, 32 of which 
are not served by any other railroad. The most important towns 
which would be left without railroad service by the proposed aban- 
donment are Brook, Pine Village, Stone Bluff, Kingman and Mecca. 
The population of these towns is as follows: Brook. 975: Pine Vil- 
lage, 301; Stone Bluff, 313; Kingman, 578; Mecca. 1,350. These towns 
are distant from the nearest other railroad as follows: Brook. 4 miles; 
Pine Village, 5 miles: Stone Bluff, 4.2 miles; Kingman, 5.2 miles; 
Mecca, 5 miles. The distances from the other stations, not served bv 
an existing line, to another railroad range from 2 to 11 miles. Only 9 
of these stations are 6 miles or more from another railroad. 

It appears that in the period from 1892 to 1896 bituminous block 
coal constituted approximately 70 per cent of all the coal originating on 
the coal road, and that there is practically no block coal now handled 
by it. The coal fields reached by the coal road are substantially 
worked out and there is little opportunity for development in that 
traffic. It is pointed out that notwithstanding the fact that the Brazil 
district enjovs lower rates on coal to the Chicago market than any 
other coal fields, except those around Danville, Ill., and in northern 
Illinois, the coal tonnage has steadily declined except during the ab- 
normal war period, when production was increased. It is claimed bv 
the protestants that one of the causes for the diminishing revenues of 
the coal road was the fact that much of its traffic was diverted to the 
line of the Illinois company. 

The physical condition of the read is such as to make operation 
over it very expensive. Because of the weakened condition of bridges, 
sharpness of curves and lightness of rail, the speed of trains is re- 
stricted and only the lighter type of locomotives can be used. There 
are at least two grades that have to be “doubled” regularly, i. e., the 
train is broken and taken over in sections. Operating expenses were 
reduced to a minimum and the train service has only been sufficient 
to take care of the traffic offered. 

It appears reasonably clear that the territory traversed by the coal 
road is not productive of sufficient traffic to justify its operation as 
an indenendent line and that there is no reasonable expectation that 
the territory ever will produce sufficient tonnage to enable the prop- 
erty to pay its operating expenses. The road does not possess any 
equipment and is without funds to purchase equipment or meet the 
losses from operation. 

There are 11 main line railroads which cross the coal road, and 
certain sections of this railroad might be operated to advantage by 
connecting lines. Since the discontinuance of operation of the line, on 
December 31. 1921, that portion of the road from West Union to Brazil, 
a distance of anvroximately 28 miles, has been operated by the Chi- 
cago, Indianapolis & Western Railroad Companv. It is stated that 
this was done under authority granted by the United States Court. 
The. operation of this segment »ffords transportation service to the 
clay products plants at Mecca. This portion of the line is capable of 
producing considerable traffic and its permanent abandonment should 
be considered only as a last resort. If it can be taken over bv a 
carrier or by persons who are able to finance its continued operation. 
an arrangement to that end should be made. No useful purpose would 
he served, however, by requiring the present applicant to attempt 
further operation, since the receiver has no equipment or funds. The 
issuance of our certificate will not preclude or prejudice the making 
of such an arrangement, but will leave the interested parties free to 
work out a feasible plan. 
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Following the decision of the United States Supreme Court in 
Texas vs. Eastern Texas R. R. Co. et al., March 15, 1922, our finding 
and certificate in this proceeding will deal only with interstate and 
foreign commerce. The line in question is located. wholly within the 
state of Indiana and is not operatd by a. carrier engaged in inter- 
state commerce, nor will any carrier in such commerce be affected by 
its continued intrastate operation. 

Upon the facts presented we find that the present and future pub- 
lic convenience and necessity permit the abandonment as to interstate 
and foreign commerce of the line of railroad herein described. A cer- 
tificate to that effect will accordingly be issued. 


Commissioner Eastman, dissenting, said: 


While I am in general agreement with the conclusions of the major- 
ity, I do not agree that the record affords justification for the con- 
clusion that the present and future public convenience and necessity 
permit the abandonment as to interstate and foreign commerce of that 
portion of the road from West Union to Brazil, which has been and 
is now being operated by the Chicago, Indianapolis & Western Rail- 
road Company. 


CHANGES IN STORAGE RULES 


Changes in the uniform code of storage rules and charges, 
embodying the recommendations made by the National Industrial 
Traffic League, at its meeting in November, 1921, and carrying 
the tentative approval of the Interstate Commerce Commission 
are carried in circular No. 2251 of the American Railway Asso- 
ciation. The new code, the circular says, will be published by 
J. E. Fairbanks to become effective July 1. 


In addition to the changes recommended by the League, as 
printed in The Traffic World, November 12, 1921, p. 986, the A. 
R. A. circular says that the following sub-paragraphs will be 
added to paragragh 3 of rule 6, in accordance with a recom- 
mendation by the Bureau of Explosives: 


(b) -When removal of carload or less-carload shipments of danger- 
ous articles other than explosives requiring infammable or acid 
placards, or red, yellow, green or white I. C. C. labels, from carrier’s 
premises has not been made within 48 hours after notice of arrival 
has been sent or given consignee (Sundays and holidays not included), 
shipments must be disposed of as follows: 

1. Carload shipments (a) by storage on carrier’s property or (b) 
by storage on other than carrier’s property if safe storage on carrier’s 
premises is not available; or (c) by sale at expiration of thirty cal- 
endar days after notice of arrival has been sent or given consignee, 
provided consignor has been notified of non-delivery at expiration of 
48-hour period and orders for disposition have not been received. 

2. Less-carload shipments (a) by return to shipper if notice of 
non-delivery was requested and given consignor as prescribed by car- 
rier’s tariff, and orders for return to shipper have been received, or 
(b) by storage on carrier’s property, or (c) by storage on other than 
carrier’s property, if safe storage on carrier’s poperty is not available, 
or (d) by sale at expiration of 30 calendar days after notice of arrival 
has been sent or given to consignee, provided consignor has heen 
notified of non-delivery at expiration of 48-hour period and orders 
for disposition have not been received. 


COMMISSION ORDERS 


Upon applicant’s request, the Commission has reopened 
finance docket No. 2237, in the matter of the application of the 
National Line Railroad Company for a certificate of public con- 
venience and necessity authorizing it to construct a line of rail- 
road, for further hearing. 


The Emanuel Slag Company, Inc., has been permitted to 
intervene in No. 13662, Duquesne Slag Products Company et al. 
vs. P. R. R. et al. 


On application of counsel for complainant in No. 13590, 
Mexican Gulf Oil Co. vs. Director-General, P. & L. E. et al., the 
Commission has ordered that the deposition of A. M. Smith 
of Houston, Tex., be taken with respect to the matters and 
things involved in that case, before Miss I. G. Butler, a notary 
public, at Houston, May 20. 


The Fort Worth Freight Bureau, Fort Worth Chamber of 
Commerce, and West Texas Chamber of Commerce were permit- 
ted to intervene in No. 13518, Federal Grain Co. et al. vs. A. T. 
& S. F. et al. 

The Southwestern Millers’ League was permitted to inter- 
vene in No. 13510, Baltimore Chamber of Commerce et al. Vs. 
A. 'T.& ‘8. ¥.. et al. 

The order entered in No. 10592, Arkansas Jobbers’ & Manu- 
facturers’ Association vs. Director-General, C. R. I. & P., et al. 
was modified by eliminating as a party thereto the Missouri, 
Kansas & Texas Railway Company and C. E. Schaff, receiver, 
and by including as an additional the Missouri Pacific Railroad 
Company. 

James Adams et al. were authorized to intervene in No. 
13627, Burnett-Yount Horse & Mule Co. et al. vs. Abilene & 
Southern et al. 

The Commission has reopened No. 8167, Three Lakes Lum- 
ber Company et al. vs. Washington Western Railway, Director- 
General, et al., and No. 10816, Three Lakes Lumber Company 
et al. vs. Director-General, Washington Western, et al., for fur- 
ther hearing upon the question of divisions to be accorded the 
Washington Western Railway out of the joint coast group rates 
on lumber. 

The St. Louis Chamber of Commerce was permitted to interl- 
vene in No. 13671, The Public Service Commission of Indiana 
et al. vs. A. T. & S. F. et al. 
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The Associated Traffic Clubs of America 


National Association of Local Organizations Formed at Well-Attended and Enthusiastic Meet- 
ing in Chicago This Week—Constitution Adopted—W. J. L. Banham Elected President. 


Fifty delegates from twenty-seven traffic clubs in all parts of 
the country met in Chicago at the rooms of the Chicago Traffic 
Club this week and with great enthusiasm and absolute unanim- 
ity on all vital questions formed a national association along the 
lines that had been proposed, electing W. J. L. Banham, of New 
York, president. The purposes of the national association, or 
“The Associated Traffic Clubs of America,” as it was decided to 
call it, are set forth in the constitution herewith published. 

The first day of the three days’ meeting—Monday—was oc- 
cupied by committee meetings, the program for the session of 
delegates being decided on and the report of the committee on 
organization being considered in a joint session of that com- 
mittee and the executive committee. 

On Tuesday, the brief morning session was given over to a 
speech of welcome by President J. A. Brough, of the Traffic Club 
of Chicago, and speeches by W. J. L. Banham, of New York, and 
others, setting forth the purpose of the proposed organization 
and telling of the sentiment in various parts of the country. 
Mr. Banham, who was chairman of the temporary organization 
or executive committee that brought about the national meeting, 
acted as Chairman, pending permanent organization, and B. L. 
Birkholz, of Newark, acted as secretary. In the afternoon the 
constitution, as reported by the organization and executive com- 
mittees, was adopted, as follows: 


ARTICLE I—(Name) 


The name of this organization shall be “THE ASSOCIATED 
TRAFFIC CLUBS OF AMERICA.” 


ARTICLE II—(Object) 


Believing that the settlement of most transportation problems of 
national and general concern depends largely on understanding of 
them and on a realization that the interests of carrier, shipper and 
public are, for the most part, identical, this organization will attempt, 
by urging consideration of public transportation questions by its 
members and by transmitting the views reached as a result of such 
consideration to those whose function it is to make and to enforce 
the laws, as well as by suitable procedure for the purpose of inform- 
ing the public and those to whom its views are transmitted of the 
size and scope of the organization, the peculiar fitness of its members 
to deal with the kind of problems considered, and the weight that 
should be given to its conclusions because of the fact that it is com- 
posed of representatives of both carriers and shippers, to encourage 
such national transportation policies as will, in its opinion, be most 
likely to result in reasonable rates and adequate service for users of 
transportation, and reasonable profits, under fair regulation, for the 
transportation companies. 


ARTICLE IlI—(Membership) 


A bona fide traffic club, whose membership includes represen- 
tatives of both carriers and shippers, shall be eligible to membership 
in this association. Application for membership shall be made to the 
president and shall be passed on by the board of directors. <A club 
shall be considered a member when its application has been passed 
on favorably by the board of directors and it has made its first semi- 
annual payment of dues. It shall cease automatically to be a member 
when its semi-annual dues shall be more than sixty ‘days delinquent 
and shall not be restored to membership except by a majority vote 
of the board of directors. The board of directors may also, for any 
proper reason (such as a change in the character of a club) drop any 
member club from membership by so notifying it and returning to 
it the amount of any dues that may have been paid in advance. 


ARTICLE IV—(Officers) 


The officers shall be a president and four (4) vice-presidents. 
The board of directors shall be composed of the president, the four 
(4) vice-presidents and twelve (12) directors. The officers shall be 
elected at each annual meeting, shall take office immediately after the 
adjournment of that meeting, and shall continue in office until their 
successors are chosen. At the first meeting four directors shall be 
chosen for three years, four for two years, and four for one year. 
Their successors shall be chosen as their terms expire and shall all 
be elected for a term of three years. / , , 

At the annual meeting the president shall appoint a nominating 
Committee of nine members, representing the various sections of the 
country. This committee shall nominate a ticket for president, four 
(4) vice-presidents and directors, having due regard for diversity of 
vocation and geographical location in selecting the candidates for 
directors. Other nominations may be made from the floor. The 
candidates for president, vice-presidents and directors receiving the 
largest number of votes shall be declared elected. The vote shall be 
by secret ballot, to be collected and counted by two tellers appointed 
by the president. . 

Vacancies in office occurring between elections shall be filled by 
the board of directors, 


ARTICLE V—(Duties of Officers) 


It shall be the duty of the president to preside at all meetings 
of the association; appoint all committees (except when otherwise 
Provided by resolution); keep all records and accounts; transmit to 
all member clubs action taken by any of them intended for action 
'y the national association, or which it may seem to him are proper 
Subjects for consideration by the national association; to initiate 
Consideration of such subjects by calling the attention of the mem- 
ber clubs to existing situations; to see to it that the result of con- 
certed action on any such subject reaches the person or body to whom 
it is directed; to see that such presentation of the views of the 
fpcciation is attended by proper representation as to the considera- 
ton the communication ought to receive; and in all other proper 
Ways attempt to exercise the power and influence of the national 
association toward the ends for which it is formed. In all his actions 





the president will be-subject to the advice and instruction of the 
board of directors. 3 : i 

The vice-presidents, in turn, will preside at meetings in the 
absence .of the president and will discharge the duties of the office, in 
case of vacancy, until a president shall be elected. 


ARTICLE VI—(Dues) 


Each member club shall pay annual dues in an amount equal to 
twenty-five cents for each of its resident members. Dues shall be 
payable semi-annually, June 1 and December 1, based on the mem- 
bership as of those dates. In no case shall the annual dues be less 
than $25.00. 


ARTICLE VII—(Salaries and Expenses) 

The officers of the association shall serve without salary. The 
president shall be authorized to employ such clerical help as is needed 
to perform the work of his office and to contract and pay all necessary 
expense, such as postage, printing and stationery, not in excess of 
the estimated amount of the annual dues to be received. 


ARTICLE VIII—(Meetings) 


The annual meeting of the association shall be held in May at a 
time and place to be selected by the board of directors. Special 
meetings may be held at the call of the board of directors. Each 
club shall be entitled to send two delegates and two alternates to 
each meeting. Only two votes may be cast by each club. 


ARTICLE IX—(Quorum) 


The presence of thirty duly accredited delegates shall constitute 
a quorum for any meeting of the association. Seven members of the 
board of directors shall constitute a quorum for that body. 


ARTICLE X—(Resolutions) 


Any resolution or other action receiving the approval of a majority 
of the member clubs shall be the view of the association; provided, 
however, that in presenting or publishing such resolution or action 
the dissenting view of any individual club shall, upon its request, be 
recorded; and, provided further, that no member club shall be barred 
from taking such independent action as may seem to it best. 


ARTICLE XI—(Changes) 


These articles may be changed at any annual or special meeting 
of the association, by a majority vote of the board of directors, 
ratified by a two-thirds vote of, the association; provided, that notice 
of the proposed change or changes be given in writing to member 
clubs thirty (30) days before the date of such meeting. 

The executive committee was made up as follows: W. J. L. 
Banham, General Traffic Manager. Otis Elevator Co., New York, 
chairman; George E. Boulineau, G. F. A. The Atlanta & West 
Point Railroad, Atlanta, Ga.; George H. Buse, President Buse & 
Caldwell, Pittsburgh; S. S. Butler, Freight Traffic Manager, 
Frisco Railroad, St. Louis, Mo.; B. L. Birkholz, General Agent, 
El Paso & Southwestern System, Newark, N. J.; Gerrit Fort, 
Vice President, Boston & Maine Railroad, Boston, Mass.; T. T. 
Harkrader, Traffic Manager, American Tobacco Co., New York; 
N. R. Maxwell, General Freight Agent, New York Central Rail- 
road, Cleveland, O.; R. B. Robertson, Assistant Freight Traffic 
Manager, Union Pacific System, Chicago, III. 

The committee on organization was .composed of the fol- 
lowing: Henry A. Palmer, Editor, Traffic World, chairman; 
James E. Neville, Cashier, Northwestern National Bank, Min- 
neapolis, Minn.; John T. Stockton, President Jos. Stockton 
Transfer Company, Chicago, Ill.; Gerrit Fort, Vice President, 
Boston & Maine Railroad, Boston, Mass.; R. B. Robertson, As- 
sistant Freight Traffic Manager, Union Pacific System, Chicago, 
Ill.; S. S. Butler, Freight Traffic Manager, Frisco Railroad, St. 
Louis, Mo.; George H. Buse, President, Buse & Caldwell, Pitts- 
burgh, Pa.; C. D. Dooley, Traffic Manager, Peet Brothers Mfg. 
Co., Kansas City, Mo.; T. A. Gautt, General Traffic Manager, Corn 
Products Refining Co., New York City; T. T. Harkrader, Traffic 
Manager, American Tobacco Co., New York City. 


Officials Elected 


Chairman Banham appointed the following nominating com- 
mittee to report Wednesday morning: S. S. Butler, St. Louis; 
J. F. Hennessy, Houston; John T. Stockton, Chicago; Carl Stripp, 
Cleveland; C. A. Swope, New York; G. A. Bouleineau, Atlanta; 
C. D. Dooley, Kansas City; J. J. McCarthy, Pittsburgh; G. F. 
Harlan, Baltimore. 

At the Wednesday meeting the nominating committee (S. S. 
Butler, chairman, and G. A. Boulineau, secretary) reported a 
ticket. There being no other names placed in nomination, the 
ticket of the committee was unanimously elected as follows: 

President—W. J. L. Banham, G. T. M., Otis Elevator Com- 
pany, New York, N. Y.; chairman Public Affairs Committee, The 
Traffic Club of New York. 

First Vice-President—S. S. Butler, F. T. M., Frisco Lines, St. 
Louis, Mo.; president, The Traffic Club of St. Louis. 

Second Vice-President—T. T. Webster, G. T. M., G. H. Mead 
Company, Dayton, Ohio; president, Miami Valley Traffic Club. 

Third Vice-President—George S. Harlan, A. G. F. A., Balti- 
more & Ohio Railroad, Baltimore, Md.; president, The Traffic 
Club of Baltimore. 
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Fourth Vice-President—R. H. Schultz, T..M., S. A. U., & G. 
Railroad, San Antonio, Texas; president, The San Antonio Traf- 
fic Club. 

Board of directors, to serve three years—Henry A. Palmer, 
editor of The Traffic World, Chicago, Ill.; ex-director, The 
Traffic Club of Chicago. Gerritt Fort, vice-president, B. & M. 
Railroad, Boston, Mass.; president, The New England Traffic 
Club. R.N. Field, T. M., Association of Commerce, Peoria, IIl.; 
ex-president, The Peoria Traffic Club. George E. Boulineau, G. 
F. A., Atlanta & West Point Railroad, Atlanta, Ga.; president, 
The Traffic Club of Atlanta. 

To serve two years—T. T. Harkrader, T. M., The American 
Tobacco Co., New York, N. Y.; president, The Traffic Club of 
New York. M. R. Maxwell, G. F. A., the New York Central Rail- 
road, Cleveland, Ohio; president, The Traffic Club of Cleveland. 
George M. Barnard, ex-public service commissioner, Indianap- 
olis, Ind.; Indianapolis Traffic Club. P. R. Flanagan, A. G. F. A., 
Chicago Great Western Railroad, St. Paul, Minn.; president, The 
Transportation Club of St. Paul. 

To serve one year—George A. Buse, president, Buse & 
Caldwell, Pittsburgh, Pa.; president, The Traffic Club of Pitts- 
burgh. John T. Stockton, president and manager, Jos. Stockton 
Transfer Co., Chicago, Ill.; ex-president, The Traffic Club of 
Chicago. C. D. Dooley, T. M., Peet Brothers Mfg. Co., Kansas 
City, Kans.; 1st vice-president, Kansas City Traffic Club. Wm. 
C. Fitch, freight claim agent, Southern Pacific Co., San Fran- 
cisco, Cal.; president, San Francisco Traffic Club. 

The rest of the morning was taken up with speeches by dele- 
gates from different parts of the country giving their ideas as to 
things that should be accomplished by the association and ways 
of accomplishing them. Resolutions were adopted thanking The 
Traffic Club of Chicago for the use of its club rooms and other 
courtesies extended. At noon the association adjourned its first 
annual session, after many felicitations as to the success of the 


meeting, and had its picture taken on the roof of the Hotel 
LaSalle. 


The association was entertained at luncheon by the Thaffic 
Club of Chicago. J. A. Brough, president of the club, spoke a few 
words in explanation, to the members of the local club, of what 
had been accomplished at the national meeting and then intro- 
duced President Banham, of the national association, who spoke 
at length on its purposes and plan of organization. There were 
several other informal speakers. 


In the afternoon the board’ of directors of the national or- 
ganization met and made plans for the summer, which consist 
chiefly in getting the clubs of the country formally into the na- 
tional association. It was decided that President Banham should 
act as chairman of the board for that period. Mr. Birkholz was 
again drafted to act as secretary of the meeting of the board. 


List of the Delegates 


Following is the official roster of the delegates present at the 
national meeting: 


Geo. A. Boulineau, G. F. A., Atlanta & West Point R. R., Atlanta, 
Ga. President, The Traffic Club of Atlanta. 

Geo. H. Kerr, A. F. T. M., Southern Ry. Co., Atlanta, Ga. Dele- 
gate, The Traffic Club of Atlanta. ; 

Geo. S. Harlan, A. G. F. A., Baltimore & Ohio R. R., Baltimore, 
Md. President, The Traffic Club of Baltimore. 

N. J. Elliott, Dist. Repr., Pennsylvania System, Baltimore, Md. 
Chairman, Publicity Committee, The Traffic Club of Baltimore. | 

M. L. Underwood, T. M., The Buckeye Cereal Company, Massillon, 
O. Secretary, The Stark County Traffic Club. 

F. S. Swaney, T. M., Central Steel Company, Massillon, O. The 
Star County Traffic Club. 

J. A. Brough, T. M., Crane Company, Chicago, Ill. President, The 
Traffic Club of Chicago. 

John T. Stockton, President and Manager, Jos. Stockton Transfer 
Company, Chicago, Ill. Ex-President, The Traffic Club of Chicago. 

Henry A. Palmer, editor, The Traffic World, Chicago, Ill. The 
Traffic Club of Chicago. 

R. B. Robertson, A. F. T. M., Union Pacific System, Chicago, IIl. 
Director, Ex-President, The Traffic Club of Chicago. 

T. M. Renshaw, Mer., Trf. Dept., Chamber of Commerce, Cin- 
cinnati, O. The Traffic Club of Cincinnati. 

Ed. C. Rentz, T. M., The Globe Wernicke Co., Cincinnati, O. The 
Traffic Club of Cincinnati. 

M. R. Maxwell, G. F. A., New York Central R. R., Cleveland, O. 
President, The Traffic Club of Cleveland. 

Cc. T. Stripp, T. M., National Malleable Castings Co., Cleveland, 
O. Ex-President, The Traffic Club of Cleveland. 

Paul Junkin, D. P. A., Texas & Pacific Ry., Dallas, T’ex. Presi- 
dent, The Traffic Club of Dallas. 

T. T. Webster, G. T. M., The G. H. Mead Co., Dayton, O. Presi- 
dent, Miami Valley Traffic Club. 

V BE. Boyer, Dist. Frt. Repr., Pennsylvania R. R., Dayton, O. 
Ex-President, Miami Valley Traffic Club. 

Frank W. Myers, D. F. A., Atchison, Topeka & Santa Fe R. R., 
Denver, Colo. President, The Traffic Club of Denver. 

H. H. Hamill, G. A., Frt. Dept., Grand Trunk Ry., Detroit, Mich., 
Transportation Club of Detroit. 

J. F. Hennessey, Jr., D. F. A., Missouri, Kansas & Texas Ry., 
Houston, Texas. Ex-President, The Houston Traffic Club. 

Geo. M. Barnard, Ex-Public Service Commissioner, Indianapolis, 
Ind. Indianapolis Traffic Club. 

Frank A. Butler, Secy. & Treas., C. B. Cones & Sons, Indianapolis, 
Ind. President, Indianapolis Traffic Club. 

J. A. MacGregor, D. F. A., Canadian Pacific R. R., Indianapolis, 
Ind. Governing Board, Indianapolis Traffic Club. 

T. A. Harahan, Com’l, Agt., Lehigh Valley R. R. Co., New York, 
N. Y. The Traffic Club of Jersey City. 

J. D. Yates, A. G. F. A., Missouri Pacific R. R., Kansas City, Mo. 
President, Kansas City Traffic Club. 
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C. D. Dooley, T. M., Peet Bros. Manufacturing Co., Kansas City 
Kan. First Vice-President, Kansas City Traffic Club. ss 

L. E. McKnight, T. M., Memphis T’erminal Corp., Memphis, Tenn, 
Secretary, The Traffic Club of Memphis. 

Hi. W. Stigler, G. A., F. 8. & W.R. R.; EK. K. O. & G. Ry.: J. 1, 
C: & E. Ry.; M. S. B. & P. Ry., Memphis, Tenn. Director, The Traffic 
Club of Memphis. 

F, C. Bryan, G. T. M., Allis-Chalmers Mfg. Co., Milwaukee, Wis 
President, Milwaukee Traffic Club. j 

B. L. Birkholz, G. A., El Paso & Southwestern System, New York 
N. Y. Ex-Vice-President, The Traffic Club of Newark. : 
W. J. L. Banham, G, T. M., Otis Elevator Company, New York 
z F- Chairman, Public Affairs Committee, The Traffic Club of New 

ork. ‘ 

T, T. Harkrader, T. M., The American Tobacco Company, New 
York, N. Y. President, The Traffic Club of New York. 

C. A. Swope, G. E. F. A., Louisville & Nashville R. R., New York, 
N. Y. Secretary, The Traffic Club of New York. 

J. H. Butler, Manager, Loss & Damage Dept., American Railway 
Express Co., New York, N. Y. Editor in Chief, The Traffic Club of 
New York. 

G. I. Sweney, President, Sweney Gasoline & Oil Co., Peoria, I, 
President, Transportation Club of Peoria. 


R. M. Field, T. M., Association of Commerce, Peoria, Ill. Ex- 
President, The Peoria Traffic Club. 


C. C. McCarthy, G. A., Missouri Pacific R. R., Pittsburgh, Pa, 
Chairman of Board of Governors, The Traffic Club of Pittsburgh. 

J. J. Monks, A. G. F. A., New York Central R. R., Pittsburgh, Pa, 
Ex-President, The Traffic Club of Pittsburgh. 

J. H, Anderson, Com’l, Agt., Pere Marquette Ry., Pittsburgh, Pa, 
Traffic & Transportation Assn. of Pittsburgh. 

M. A, Greenwood, Chief Clerk, Baltimore & Ohio R. R., Pittsburgh, 
Pa. President, Traffic & Transportation Assn. of Pittsburgh. 

S. S. Butler, F. T. M., Frisco Lines, St. Louis, Mo. President, 
The Traffic Club of St. Louis. 

O. Van Brunt, G. T. M., Certainteed Products Corp., St. Louis, 
Mo., Second Vice-President, The Traffic Club of St. Louis. 

P. R. Flanagan, A. G. F, A., Chicago Great Western R. R., St. 
Paul, Minn. President, The Transportation Club of St. Paul. 


R. H. Schultz, T. M., S, A. U. & G. R. R., San Antonio, Texas, 
President, San Antonio Traffic Club. 


_ E. C. Kitching, D. F. A., Santa Fe R. R., T'ulsa, Okla. 
vee Transportation Club of Tulsa. 


. E. Carter, G. A., Frisco R. R., Tulsa, Okla. Transportation 
a Tulsa. 


: . E. Walling, D. F. A., Missouri Pacific R. R., Wichita, Kan. 
Vice-President, Wichita Traffic Club. 


G. R. Piper, D. F. A., Santa Fe Ry., Wichita, Kan. 
Finance Committee, Wichita Traffic Club. 


W. J. Wisner, Production Mgr., American Chain Co., York, Pa, 
President, York Traffic Club. 


J. F. Baird, T. M., York Safe & Lock Co., York, Pa. Secretary, 
York T'raffic Club. 


DOINGS OF THE TRAFFIC CLUBS 


The annual barbecue of the Traffic Club of Memphis will take 
place at Carrigan’s Grove, May 27. A barbecue dinner will be 
served and music and entertainment provided. The club is pre 
paring to launch a drive for a club home. 


Second 


Chairman, 


The May outing and shad dinner of the Traffic Club of Phila- 
delphia was held at the Old Mohican Club, May 20. There was 
an extensive program of sports run off, and a large number of 
prizes were distributed. 


At the May meeting of the York, Pennsylvania, Traffic Club, 
held at the Manufacturers’ Association, May 8, a debate was held 
on the following question: “Resolved, that the railroads of the 
United States can be more efficiently and economically operated 
by electricity than by steam.” The debaters were: Affirmative, 
E. H. Miller, Western Maryland Railway, and J. F. Baird, York 
Safe & Lock Co.; negative, S. B. Drenning, Pennsylvania Rail- 


road, and M. W. Ways, Certain-Teed Products Corporation. The 
judges decided for the affirmative side. 


Charles E. Ogden, department of public works, Albany, N. 
Y., spoke on “The Benefits to be Derived by Shippers Using the 
Barge Canal Route,” at the meeting of the Traffic Managers Club 
of the Brooklyn Chamber of Commerce, held at the chamber, 
May 19. Motion pictures of the canal were shown. 


The newly organized Hartford Traffic Association, of Hartford, 
Conn., and vicinity, will hold its next meeting on June 13, at 
the Hartford Chamber of Commerce. The following are the 
officers of the association: President, W. F. Price, J. B. Williams 
Co.; vice-president, J. W. Connelly, Arrow Electric Co.; secretary 
and treasurer, O. R. Peterson, J. B. Williams Co. 


C. S. Bather, commerce counsel for the Rockford, I1l., Cham- 
ber of Commerce and chairman of the traffic committee of the 
Illinois Manufacturers’ Association, spoke on general rate con- 
ditions at the meeting of the Decatur, IIl., Transportation Club, 
held at the Y. M. C. A., May 4. C. C. Cameron, general freight 


agent for the Illinois Central, will speak at the next meeting, 
on June 8. 


A dinner was given in honor of J. H. Beek, executive secre 
tary of the National Industrial Traffic League, by the Traffic 
Club of Syracuse, May 10. Mr. Beek spoke on the railroad situa- 
tion to a large attendance of railroad and industrial traffic men. 


The annual meeting and election of officers of the Traffic 
Club of Pittsburgh will take place June 12. ©. C. McCarthy, 
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general agent, Missouri Pacific, has been selected for president 
py the nominating committee. 





The second annual outing of the Miami Valley Traffic Club 
will be held at the Community Club, Dayton, Ohio, June 22. A 
pase-ball game, a golf tournament and a series of athletic events 
are on the program. Dinner will be served. 





On his visit to New York J. H. Beek was also the guest of 
the Traffic Council of the Rochester Chamber of Commerce. He 
spoke on “The Shippers’ Interest in the Transportation Prob- 
lems of Today,” before a meeting of the council at the chamber, 
May 9. 

The Transportation Club of Evansville, Ind., has been organ- 
ized with a charter list of thirty members. The officers are: 
President, J. C. Keller, traffic commissioner of the Furniture 
Manufacturers’ Association; E, E. Wieland, general agent, Chi- 
cago & Eastern Illinois Railroad, vice-president; W. H. Orr, 
chief clerk, Louisville & Nashville Railroad, general freight 
office, secretary-treasurer. Directors, H. P. Cornick, G. F. A., 
Louisville & Nashville Railroad; D. B. Hevron, district freight 
agent, Southern Railway; J. A. Merchant, traffic manager, Gra- 
ham Glass Company; E. G. Payton, traffic manager, Hercules 
Corporation. Fifty names have been added to the membership 
roll since the charter list was closed. The first formal meeting 


will be a dinner at the Hotel McCurdy, at 6:30 p. m. Thursday, 
May 25. 
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W. R. Graham has been appointed commercial agent for the 
Southern Railway, at Hattiesburg, Miss. 

C. E. Carson has been appointed superintendent of the south- 
ern division of the Chicago Great Western Railroad, with head- 
quarters at Des Moines. Mr. Carson was manager of the Chi- 
cago Traffic Club. He succeeds C. A. Shoemaker with the Great 
Western, the latter having been granted a leave of absence. 

E. W. Wheeler has been appointed general counsel for the 
Maine Central Railroad Company, at Portland, Me. 

H. M. Waybright, formerly with the Pennsylvania ‘Lines, 
Pittsburgh Coal Producers’ Association and the Warren Oil Co., 
has been appointed manager of the traffic bureau of the Beacon 
Oil Co., and the New England Coal & Coke Co., at Bosion. 

H. W. Esmark, traveling freight and passenger agent for the 
Great Lakes Transit Corporation, died May 14. 

C. E. Millson has been appointed traveling freight and 
passenger agent for the Georgia, Florida & Alabama, succeeding 
W. P. Hickey, who resigned. 


J. W. Hill has been appointed assistant general freight agent 
for the Rock Island, at Detroit. 

W. L. Heacox, of Chicago, was reelected president and secre- 
tary of the American Railway Agents’ association, at their an- 
nual meeting in Minneapolis this week: 

B. M. Croll, general agent, freight department, Philadelphia 
& Reading, has been placed in charge of the new New York city 
agency of that road. He will be assisted by Ira L. Fish, as 
assistant general agent, freight department. 

A. J. Ford, formerly connected with Morris & Co., has been 
appointed manager of the newly opened offices of Page & Jones, 
steamship agents and operators, and ship brokers, at Kansas 
City, Mo. 

George W. Smith, general western agent for the United States 
Lines, died in Chicago May 15. 


Joseph E. Sheedy, former European manager of the Ship- 
ping Board, arrived in Washington this week to take charge of 
the operation division of the Emergency Fleet Corporation. He 
took over the work of Vice-President Frey, who is in ill health. 
His title is acting vice-president in charge of operations. 

Louis F. Klein, manager of the inland offices division, traffic 
department, Emergency Fleet Corporation, has announced that 
T. Park Hay, who has been manager of the St. Louis office, has 
been transferred to take charge of the Shipping Board office at 
Chicago. Mr. Klein stated that announcement of Mr. Hay’s 
Successor and the appointment of a manager at Cincinnati will 
be made at an early date. 

Vice-President Love of the Emergency Fleet Corporation, in 
charge of traffic, announced this week that Allan McLane, Jr., 
who has been the head of the far east and long voyage trade 
division of the traffic department in Washington, would shortly 
leave for England, where he will be connected with Runciman, 
Ltd., London, agents of the United States Lines. V. J. Freeze, 
manager, traffic department, Baltimore, will succeed Mr. Mc- 
Lane. Mr, Freeze’s successor will be announced later. 

_W. E. Lamb, solicitor of the Department of Commerce, has 
resigned to resume the practice of law in Chicago. He was at 
one time chief examiner for the Commission and later closely 
identified with transportation as a commerce attorney. It was 
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said at the department that Mr. Lamb intended, when he took 
the place of solicitor, to return to the practice of law after a 
short time. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron Traffic Association. S. J. Witt, Pres.; H. L. Sova- 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. 
S. W. Wilson, Secy.-Treas. 


Baltimore—tTraffic Club of Baltimore. G. S. Harlan, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. Stewart A. Colpitts, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
Henry Adema, Pres.; E. J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R. J. 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. J. A. Brough, Pres.; E. S. Buck- 
master, Secy. 

Chicago—Midwest Traffic Club. 
Crysler, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. H. B. 
Rubey, Chairman; D. P. Eggenberger, Secy. 

Cleveland Traffic Club. M. R. Maxwell, Pres.; F. A. Gideon, 


G. E. Boulineau, Pres.; 


P. L. Ger- 


C. W.:Hester, Pres.; R. 


Sec 


y. 
Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dallas Traffic Club. Paul Junkin, Pres.; H. C. Eargle, Secy.- 
Treas. 


Dayton, O.—Miami Valley Traffic Club. T. T. Webster, 
Pres.; M. T. Otto, Secy. 


Decatur (lIll.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 


Des Moines Traffic Club. G. C. Houk, Pres.; C. A. Moore, 
Secy. 


Denver Traffic Club. F. W. Myers, Pres.; C. B. Rader, Secy. 
and Treas. 


Denver Commercial Traffic Club. R. W. Lentz, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. 
Cochrane, Secy. 


Elmira (N. Y.) Traffic Club. 
Field, Secy. 


El Paso Traffic Club. A. L. Sarrels, Pres.; J. W. Callahan, 
Secy.-Treas. 

Erie Traffic Club. 
Secy. 

Evansivlle (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. R. Orr, Secy.-Treas. 

Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; L. F. Burckart, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. I. S. McConnell, Pres.; C. F. Laue, 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. T. E. Mc- 
Laughlin, Pres.; J. D. Quinn, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.: F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. E. Willard, Pres.; W. H. Cow- 
din, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 

Houston Traffic Club. A. Kimbell, Pres.; F. A. Moulton, 
Secy. 

Indianapolis.—The Traffic Club of Indianapolis. F. A. Butler. 
Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Transportation Club. F. T. Riley, Pres.; 
J. C. Graham, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. O. M. Odell. Pres.: H. W. Chapman. Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. J. F. Campbell, Pres.; C. H. Wins- 
low, Secy. 


©. S. Dustin, Pres: T. BR. 


J. J. Delaney, Pres.;:.J. C. 


J. D. Sterrett, Pres.; M. W. Eismann, 








1102 THE TRAFFIC WORLD 


Kansas City Traffic Club. John D. Yates, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. H. E. McGiveron, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. Fred Borries, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. Ben 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. D. R. Biggert, Pres.; W. R. 
Aukland, Secy. 


Memphis Traffic Club. B. H. Wallace, Pres.; L. E. McKnight, 
Secy. 


Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Vecke, 
Secy. and Treas. 

Minneapolis Traffic Club. C. L. Kennedy, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. N. G. Campbell, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. Gerritt Fort, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. T. T. Harkrader, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

Oklahoma City Traffic Club. Harvey Allen, Pres.; S. E. 
Golderman, Secy. . 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Peoria Transportation Club. G. I. Sweney, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. E. D. Hilleary, Pres.; W. H. Mont- 
gomery, Secy. ; 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. J. McGinty, 
Pres.; J. J. Coburn, C. J. Rasbold, Secretaries. 

Pittsburgh Traffic Club. George A. Buse, Pres.; E. A. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. M. A. 
Greenwood, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. W. H. Sainsbury, 
Pres.; F. P. Kensinger, Secy. 

Portland Transportation Club. E. M. Burns, Pres.; W. O. 
Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. S. Blanchard, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. S. S. Butler, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. H. Schultz, Pres.; R. L. 
Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B. Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. M. B. Baker, 
Pres.; W. C. Patterson, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City, Ia—Traffic Managers’ Club of Sioux City. R. A. 
Zwemer, Pres.; R. R. Wigton, Secy. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 
Syracuse Traffic Club. W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 


Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 


Trenton (N. J.) Traffic Club. A. C. Hoffman, Pres.; E. C. 
Stratton, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Holmes, 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. R. E. Fitch, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 


Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 


A. &S. Cobb, Pres.: F. J. 
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Washington Traffic Club. T. J. Stead, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. H.H. Marsh, Pres.; P. M. 
Neigh, Secy. 
Wichita Traffic Club. J. H. Wilcox, Pres.; H. G. Watts, 
Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffie Association. J. P. Sloan, Pres.; 
J. H. Lane, Secy. 


York (Pa.) Traffic Club. W. J. Wisner, Pres.; J. F. Baird 
Secy. 


INTERLOCKING DIRECTORATES, ETC. 


Officers of the American Niagara Railroad Corporation, Find- 
lay Belt Railway, Hudson River Connecting Railroad Corpora- 
tion, and other roads, were permitted to retain their positions. 

George Hannauer was authorized to hold his positions with 
the Calumet Western Railway, Indiana Harbor Belt Railroad, 
and Joliet & Northern Indiana Railroad, in addition to positions 
previously authorized. 

Albert H. Harris was authorized to hold the positions of 
director of the Joliet & Northern Indiana Railroad and Lake Erie 
& Pittsburgh Railway, in addition to positions previously au- 
thorized. 

The Commission has authorized W. S. Hayden to hold the 
position of director of the West Shore Railroad in addition to 
positions previously authorized. 

James S. Murray was authorized to hold the positions of 
director of the Baltimore Belt Railroad, Baltimore & Ohio and 
Chicago Railroad Company (Ohio & Indiana), and other roads. 

H. R. Lewis was authorized to hold the positions of freight 
traffic manager of the Baltimore & Ohio Railroad, Sandy Valley 
& Elkhorn Railway, Long Fork Railway, and Millers Creek Rail- 
road. 

Various officers of the Baltimore & Ohio Railroad, Washing- 
ton Terminal Company, Cleveland Terminal & Valley Railroad, 
Staten Island Rapid Transit Railway, and other roads, were per: 
mitted to retain those positions in addition to positions previ- 
ously authorized. . 

R. N. Begien was authorized to hold the position of general 
manager of the Central Ohio Railroad Company, as reorganized, 
in addition to positions previously authorized. 

The Commission has authorized Samuel Moore to retain his 
positions with the Kansas City Southern Railway and the Chi- 
cago & Alton Railroad. 

Leroy W. Baldwin was authorized to hold the positions of 
director of the Wisconsin Central Railway and the Minneapolis 
& St. Louis Railroad. 

The Commission has authorized James Taber Loree to hold 
the position of general manager of the Wilkes-Barre Connection 
Railroad, in addition to positions previously authorized. 

Albert H. Harris, Theodore W. Reath and George M. Shriver 
were authorized to hold the positions as directors of the Dover 
& Rockaway Railway and the New York & Long Branch Rail- 
road, in addition to positions previously authorized. 


Henry Bruere was authorized to hold the position of director 
of the Mexican National Construction Company in addition to 
positions previously authorized. 


C. C. Collister was authorized to retain his positions with 
the New York, Chicago & St. Louis Railroad, Lake Erie & West- 
ern Railroad, and Ft. Wayne, Cincinnati & Louisville Railroad. 


SOUTHERN RY. EQUIPMENT CERTIFICATES 


The Southern Railway has been authorized by the Commis- 
sion to assume obligation and liability, as guarantor and other- 
wise, in respect of $9,300,000 of Southern Railway equipment 
trust certificates to be issued by the Pennsylvania Company for 
Insurances on Lives & Granting Annuities of Philadelphia, Pa., 
under an equipment trust agreement dated May 15, 1922. The 
sale of the certificates, which bear 5% per cent interest, to 
Drexel & Co. of Philadelphia at 97% per cent of par, was ap- 
proved by the Commission. The equipment to be acquired by 
the Southern at a total cost of $11,737,100 follows: 40 steel 
passenger coaches at $20,000 each, $800,000; 10 steel combined 
passenger-baggage cars at $18,000 each, $180,000; 25 steel bag- 
gage-express cars at $12,500 each, $312,500; 25 steel mail cars 
at $16,500 each, $412,500; 250 steel underframe caboose cars 
at $1,800 each, $450,000; 6,182 steel underframe box cars at 
$1,550 each, $9,582,100. 


SALE OF EQUIPMENT TRUST CERTIFICATES 
Director-General Davis has announced the sale of $1,424,800 
of equipment trust certificates, bringing the total sold to $253, 
375,500. The sales were as follows: To Hornblower & Weeks, 
New York City, the Chicago & Alton Railroad Company, $1,049,- 
100; and to Cassatt & Co., Philadelphia, Pa., Chicago Great 
Western Railroad Company, $375,700. 
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DECISION IN RATE INQUIRY 


The Trafic World Washington Bureau 


As the end of this week approached the impression that the 
Commission’s report on its rate inquiry would be promulgated 
before President Harding’s dinner to the railroad executives 
became decidedly less distinct. It would not be accurate, how- 
ever, to say there was no expectation that it would come before 
the dinner. 

The amazing part of the situation created by President Hard- 
jng’s announcement of his dinner was that the railroad execu- 
tives, in more than a week of intense effort, apparently were 
not in possession of information as to why the President desired 
tc confer with them. They made efforts to obtain information, 
extending their efforts to the Commission. They were keen on 
the question, as to whether the Commission’s decision was being 
held up, either by what the President had done or because he 
had asked the Commission to delay so as to give him an oppor- 
tunity to talk with the executives. As a rule, railroad execu- 
tives, by reason of long experience with Washington, are able, 
in less time than that to obtain a fairly accurate idea as to what 
any official had in his mind when he did something. 

The White House, seemingly, was guilty of an inadvertence 
when it allowed the fact to come out that a dinner for the rail- 
road executives had been planned. Such a thought is created 
by the fact that the White House, since then, has declined to 
add anything to the announcement. The announcement appeared 
to be merely incidental to a denial of a report that the Commis- 
sion had turned the rate case over to the President. 

President Harding, it was said at the White House May 16, 
could not divulge the purpose of the dinner party with the rail- 
way executives to be given next Saturday night, because he 
did not regard it as seemly to say in advance what was in mind. 
It was said that fifteen or eighteen railway executives had been 
invited to talk over the railroad situation. 

It is known that Secretary Hoover will attend the dinner. 

The early part of this week the thought among those who 
had not been depending on clerks and messengers for their 
impressions as to the progress the Commission was making 
with its report on the general rate inquiry was that the report 
would be ready the latter part of the week. The commission- 
ers were believed to be doing everything possible to get it to 
the public before the conference between the President and the 
railroad executives May 20, though some of the commissioners 
had been reported as having observed that they did not care 
what the public might think if they delayed their report until 
after the dinner conference. If any such views were expressed, 
they should perhaps be taken with a grain of salt. 


Apparently the trouble last week and the early part of this 
week was caused by efforts on the part of commissioners to 
bring the language of the report to their exact liking, or, if 
not to their liking, to their toleration. Some seemed to be 
busy with the question of whether they would publish their 
separate reports in the form in which they were written, if 
they decided to publish them at all. Every one of the ques- 
tions tended to defer the hour when the whole thing would be 
sent out for service on the carriers. 


It is believed that the commissioners were fully advised 
as to the inferences that probably would be drawn from a fail- 
ure to make the report prior to May 20, and also the inferences 
that would be drawn if they reported before that day. One 
obvious thing was that the President had put them into an 
embarrassing position by announcing his intention to hold a 
conference on questions of policy with which the Commission 
could not deal, especially in view of the fact that, for weeks 
before the dinner was announced, the report had been persistent 
that the Commission had come to the conclusion that it could 
hot afford relief at all, because the law ordained that the car- 
riers should be allowed 5% or 6 per cent return on the value 
of the property devoted to transportation service. But the com- 
missioners would not admit any embarrassment when any of 
them discussed the case. The query as to what the report 
Would contain was submerged in the question of time. 


The delay served to revive a report that the Commission 
had really expected to be able to make its report the first week 
or ten days in April, as Commissioner Esch told his former 
colleagues of the House committee on interstate and foreign 
commerce. They also served to emphasize the long held under- 
standing that the case had caused sharp divisions among the 
Commissioners, the composing of which so as to bring out a 
— indorsed by at least six of them would be a Herculean 
die Out of the mass of conflicting reports, surmises and impres- 
: ns, stood only one notable fact—that the commissioners 
oo determined to get their report ready before April 22; 
th at was not certain that they would be able to put six into 
a frame of mind of saying, “‘Let’s go,” even if some of the 

er five were not ready to say they wanted separate reports 


or to allow the separate reports to go as written. 
Visit 


Chairman McChord added to the tension by making two 
S to the White House, May 15, and then declining to say 
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why he had gone there or what he and the President had talked 
about. His first visit was in the morning and the second in 
the afternoon. To the newspaper men at the White House, gen- 
erally, his only comment was that the President smoked fine 
cigarettes. To one who insisted on something more than that 
he said something which led the latter to take it the chairman 
meant him to understand that there was no connection between 
his visits and either the dinner or the prospective report. 

The chairman’s declination to talk was matched by the 
White House. President Harding took the attitude that it would 
not be proper for him to indicate, before the dinner, what he 
desired to confer about. 

This determination on the part of the men who were in 
position to give accurate information as to what was thought 
and what was planned gave unlimited rein to rumor. One of 
the reports growing out of the two visits was that President 
Harding had really asked the Commission to postpone its de- 
cision until after he had held his dinner for railroad executives. 

An appendix to that report of delay, so to speak, was that 
the commissioners were divided on the subject, some favoring 
and some opposed to compliance with the supposed request, all 
apparently, however, desiring to avoid a vote which would re- 
quire them to go on record. 

One notable thing in connection with the report about the 
request for delay was that those who had felt so confident that 
the report would be made public before the dinner, were not 
at all inclined to say that progress in disposing of the supposed 
minor details was being made. 

No such situation in connection with a report of the Com- 
mission had ever before been known. The fact that President 
Wilson, in 1914, had allowed it to be known that he wished the 
Commission could see its way clear to give the railroads an 
increase in rates—in its day something of a sensation—fell far 
short of producing the confusion that followed President Hard- 
ing’s announcement of his purpose to have railroad executives 
in to dinner for a conference about a matter of policy which 
the Commission could not handle, and the inference, drawn 
from that announcement, that he was trying to influence the 
Commission to withhold its report while he tried to persuade the 
rail executives to grant larger decreases than it was understood 
the Commission felt it could order. The inference that he desired 
to discuss a change in the rate-making section, also drawn from 
that announcement, did not. stir up shippers or their representa- 
tives as much as the one that he was trying to induce the 
Commission to delay its report so as to give him an opportunity 
to try. A conference with a view to having the law changed, 
it was generally felt, would be proper, even if not well timed. 
The thought on the other inference, among shippers and railroad 
men, was generally the reverse of that. 

After the fact that Chairman McChord had made two visits 
to the White House May 15 had increased the speculation it 
developed that Commissioners Esch and Cox had also called 
on the President that day, but not with the chairman. 

Nothing as to the purpose of Commissioner Esch’s visit is 
known. Commissioner Cox said he called there on that day in 
accordance with an engagement made with the President several 
days before the President went to New Jersey, when he (Mr. 
Cox) took a visitor to the White House to introduce him to the 
President. At that time, he said, he told the President he had 
a matter to discuss with him that would take four or five min- 
utes and the President had invited him to come over May 15. 
He said he and the President did not mention either the impend- 
ing rate decision or the President’s dinner. At no time since 
he had been in office, Mr. Cox said, had the President ever taken 
up with him any question before the Commission nor any phase 
of what is generally referred to as the railroad situation. 


ASKS POSTPONEMENT OF RATE CUTS 


Postponement of rate reductions until after railroad wages 
have been adjusted by the Labor Board was advocated by the 
Railway Business Association, in a letter to President Harding, 
May 13, copies of which, it was said, would be mailed to the 
executives who are to confer at the White House, May 20. Ac- 
cording to the association, the beginning of a prosperous era 
is shown by the increases in the loadings of miscellaneous less- 
earload freight in the first quarter of 1922 and by the increase 
in railroad purchases. 

The letter also warns again use of political influence to 
destroy the independence of the Interstate Commerce Commis- 
sion and asserts that the administration will gain more pres- 
tige by continuing that independence than by any results ob- 
tained through influence. A plea for the making of rate ad- 
justments by negotiation between shipper and carrier, rather 
than by formal complaint, was contained in the letter, and the 
statement made that the Labor Board needs to be impressed 
with the paramount interest of the public. The letter, in part, 
was as follows: 


The recovery is real. Less-than-carload merchandise and miscel- 
laneous freight, for sixteen weeks to April 22, showed, by four-week 
periods. carloading as follows: January 28, 1,613,948; February 25, 
1,731,752; March 25, 1,959,218; April 22, 2,062,121. 


The seventeenth 
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week, ended April 29, in each of these two classifications, was the 
largest for the year. Comparing with corresponding weeks in _ the 
previous three years since the armistice, these 1922 loadings are about 
seasonal, or a little better, for the first eight weeks; and for the last 
nine weeks, very much better than the average of 1919-1921. 

These types of freight furnish the real index of the business drift, 
and it is significant that the traffic, whose movement these increases 
record, has enlarged almost wholly without sharing in reductions from 
the transportation rates fixed in August, 1920. 

The largest factor in this improvement is railroad purchases. 
From January 1 to May 1, the railroads ordered 60,920 freight cars, 
as compared with 23,346 in the whole of 1921. In the same period the 
roads ordered 960 passenger cars, as compared with 246 in 1921. They 
ordered 347 locomotives, as compared with 210 in 1921. Purchases of 
steel and lumber have been in proportion. The percentage of steel 
plant production started to go up when the railroads began buying. 
This increase brought other buyers into the market for steel and for 
many other kinds of goods. Railway consumption of steel is relatively 
very large, greatly exceeding that used, for example, in automobiles. 

Railway purchases having brought industrial revival, this has par- 
tially restored the payroll and buying power of the industrial popula- 
tion, enabling it to increase the consumption of food and other com- 
modities made from farm products. Farmers have begun to buy mis- 
cellaneous manufactured goods. So the cycle goes ’round. 

Underlying the railroad buying and the business optimism is the 
improvement in railroad net income. This, therefore, is now the 
primary concern. 

There must be rate reductions. But if a rate reduction were made 
before the labor adjustment it would be temporary and partial because 
everybody would know it was to be followed by another after the 
Labor Board should act. Transactions would be held up waiting for 
stable prices. Such a reduction would be. blind as to future labor cost, 
hence the railroads would be plunged back into uncertainty regarding 
their net income, and this would relax the vigor of their purchasing. 

For governmental agencies to take chances with the factors which 
affect railway net income at the present time would be to start a 
reaction toward unemployment, industrial poverty and renewed im- 
pairment of the farmers’ domestic market. It is fatuous to deny the 
recovery or to protest that prosperity ought not to have come back 
without the rate adjustment. It is foolhardy to depend upon it that 
the net earnings which actually did start the recovery will continue 
or increase if reductions are now tried without waiting for adjust- 
ment of labor cost. Recovery is here. The main thing is to keep it 
and broaden it, not to juggle with it and risk losing it. 


HOUSE COMMITTEE HEARING 


The Trafic World Washington Bureau 


Howard Elliott, chairman of the Northern Pacific, appeared 
before the House committee on interstate and foreign commerce 
May 16, to open the railroad side of the case cn the Hoch and 
Sweet bills, relating to repeal of section 15-a and modification 
of section 13 of the interstate commerce act. 

Mr. Elliott said as the result of his long experience in the 
railroad business he had come to the conclusion that the health 
of the country as a whole required dealing with the railroads 
from a national standpoint, and not from the sometimes nar- 
row views of the different states. 

“The federal power must be supreme in cases of doubt,” said 
he. 

The decision in the Wisconsin intrastate rate case was 
quoted by the witness, as also was the statement on co-opera- 
tion issued by the joint committee of the I. C. C. and the state 
commissions. 

Before Mr. Elliott was permitted to begin his testimony the 
committee dwelt for some time on the question of further post- 
ponement of consideration of the Senate mileage book bill. 
Representative Johnson said consideration was first postponed 
with the idea of waiting until the Commission had decided the 
general rate case. It was finally decided to discuss the ques- 
tion again before the hearing on May 17. 

The committee voted May 17 to postpone action on the bill 
for another period of two weeks and then proceeded with the 
hearing on the Hoch and Sweet bills. 

Mr. Elliott, continuing his statement, said a number of 
state commissions which desired to co-operate with the federal 
commission had been held down by state laws. The thought was 
expressed by him, however, that the commissions which were 
urging a change in the law wanted the increased power so as 
to be able to reduce rates. 

In reply to a question as to how the powers of the state 
commissions had been curtailed by the transportation act, Mr. 
Thom explained the situation in that regard, stating that where 
the state commission accepted the general principle laid down 
by the national government, it had retained absolute control over 
the rates in that state, subject to the review of the federal com- 
mission where it was alleged that discrimination existed against 
interstate commerce. He referred to the action of the Com- 
mission in abrogating its statewide orders in those states which 
had accepted the national standard. 


BILL FOR MILEAGE BOOKS 


Representative Reece has introduced a bill (H. R. 11686), di- 
recting railroads engaged in interstate commerce to issue mile- 
age books. It was referred to the House committee on inter- 
state commerce, which has before it the Senate mileage book bill. 


SENATE HEARING POSTPONED 
The hearing scheduled this week before the Senate inter- 
state commerce committee was postponed because Senator Cum- 
mins left the city for a brief rest. L. F. Loree and Robert S. 


Lovett were to appear as witnesses for the railroads in the 
Cummins investigation. 
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MARCH OPERATING REVENUE 


The Commission’s official statistics on operating revenues 
and expenses of class I roads, including 15 switching and ter. 
minal companies, for the month of March, 1922 and 1921, and 
the three months of 1922 and 1921 ended with March, by items, 
are as follows: 


MONTH OF MARCH. 


Item United States. 
No. Item. 1922. 1921. 
1 Average number of miles operated... 235,228.61 234,830.99 
Revenues: = 
2 MME, ad: tic vaield aimteiese o aeeolend ecetmenetl $ 353,907,732 $ 320,774,338 
3 EO OL A AIR * 80,530,876 f 97,312,871 
4 I oo err esse icq ube aida ne eareeratarerarees 7,737,198 9,701,457 
5 PRE «ss sio-cimieleraiaicinwioarwnidt wie eos 9,359,312 6,983,840 
6 All other transportation........... 14,232,616 12,905,317 
7 INN | Gave ore Nig e654) credo we .ciavgreracolece 8,187,109 10,908,672 
8 SOMME, THOT —CF oo csc cescceeees 888,484 659,737 
9 SOIC TRCN ——BE ec oi ccc wnscweses 173,698 197,906 
10 Railway operating revenues... 474,669,629 459,048,396 
Expenses: 
11 Maintenance of way and structures 53,239,401 61,599,020 
52 Maintenance of equipment........ 106,133,335 107,753,561 
3 I he ocict cis Cea vewameeraes 7,176,990 7,346,469 
14 TEROUNIODD. 5.500 de aoc ci cssicbees es 177,560,910 204,799,420 
15 Miscellaneous operations ......... 3,762,709 4,191,282 
16 OS Re ear 13,522,128 14,913,222 
17 Transportation for investment—Cr. 467,031 491,787 
18 Railway operating expenses... 360,928,442 400,111,187 
19 Net revenue from railway operations. 113,741,187 58,937,139 
20 MaNwWaYyY TAX ACCTUGIE $266.00. s6ccivecivweee 24,522,666 22,134,085 
21 Uncollectible railway revenues........ 133,469 81,016 
22 Railway operating income.... 89,085,052 36,722,038 
23 Equipment rents—Dr. balance........ 4,244,630 4,117,505 
24 Joint facility rent—Dr. balance....... 1,329,014 1,797,468 
25 Net railway operating income. 83,511,408 3 807,065 
26 Ratio of expenses to revenues (%).. 76.04 87.16 
THREE MONTHS ENDING WITH MARCH. 
Item United States. 
No. Item, 1922. 1921. 
1 Average number of miles operated.. 235,216.17 234,828.18 
Revenues: 
2 er arnt Vere ore $ 925,329,037 $ 930,293,438 
3 SR re ee eer a ere er t 237,846,211  § 291,037,569 
4 NI ia ae ick ra hast Bieta ae to hore esar wie 22,102,126 25,838,302 
5 ee ne ae 22,180,006 18,883,711 
6 All other transportation........... 38,314,523 38,073,984 
7 I aoa aa: 6,9: winceiat Wo: #ae al gretaswiaos 24,006,941 30,824,225 
8 Bo rea 2,277,199 1,972,002 
9 JOM THCNMIIV— DE. wove ec ctiwvscces 524,660 593,412 
10 Railway operating revenues... 1,271,531,383 1,336,329,819 
Expenses: 
11 Maintenance of way and structures 148,483,774 175,756,736 
12 Maintenance of equipment........ 91,672,815 339,967,214 
13 EN ou tplan va stale teissbraiarbdorsieraia-arores 21,141,967 21,736,991 
14 VEMMOOTUAUION: «5.6 6:cscccccicnecceccees 512,259,655 633,923,834 
15 Miscellaneous operations ......... 10,965,046 12,742,551 
16 OEE LEE 39,708,063 44,264,982 
17 Transportation for investment—Cr. 1,312,785 1,447,002 
18 Railway operating expenses... 1,022,918,535  1,226,945,306 
19 Net revenue from railway operations. 248,612,848 109,384,513 
20 TRMUIWAY CAS GOCCTURIG. 66icscescccicccece 69,704,472 65,519,028 
21 Uncollectible railway revenues........ 305,680 227,270 
22 Railway operating income.... 178,602,696 43,638,220 
23 Equipment rents—Dr. balance........ 13,402,222 10,883,334 
24 Joint facility rent—Dr. balance....... 4,201,045 5,180,479 
25 Net railway operating income. 160,999,429 27,574,407 
26 Ratio of expenses to revenues (%).. 80.45 91.81 


. 


* Includes $2,577,810 sleeping and parlor car surcharge. 
7 Includes $2,873,349 sleeping and parlor car surcharge. 
~ Includes $6,949,603 sleeping and parlor car surcharge. 
§ Includes $7,634,864 sleeping and parlor car surcharge. 


CAPE COD CANAL PURCHASE 


The Trafic World Washington Bureau 


As the result of extended hearings on the question of whether 
or not the government should buy the Cape Cod Canal, Repre- 
sentative Winslow, chairman of the House committee on inter- 
state commerce, has introduced a bill (H. R. 11674), providins 
for the purchase of the property by the government by the pay- 
ment of $5,500,000 and the assumption of a bond issue of 
$6,000,000. 

The bill provides, however, that the owner of the property, 
the Boston, Cape Cod & New York Canal Co., shall waive 1 
writing any and all claims of any nature whatsoever that it may 
have against the President, the Director-General of Railroads, oF 
the United States, and that upon such release the Director-Gen- 
eral shall relase the company from any claim or demand against 
the company growing out of federal control. 

The property was under federal control and a _ board of 
referees, to which the owner’s claim for compensation was Tre 
anger held that there was no basis on which an award could 
be made. 
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U. S. CHAMBER OF COMMERCE MEETS 


The Trafic World Washington Bureau 


The Chamber of Commerce of the United States at the clos- 
ing session of its convention May 18 adopted resolutions ap- 
proving the Hague rules, with such interpretations as may be 
deemed necessary, and advocating noninterference with the trans- 
portation act and government aid for the merchant marine. 

An earnest plea for indorsement of the Hague rules for 
inclusion in a uniform ocean bill of lading, by the Chamber of 
Commerce of the United States, was made to the merchant 
marine group of that organization, at a meeting held the after- 
noon of May 16, by Charles S. Haight of New York, chairman 
of the bill of lading committee of the International Chamber 
of Commerce. He said he was appearing before the American 
organization for a vote of confidence in what had been done 
toward uniformity by the adoption of the Hague rules because, 
he said, it was at the suggestion of the Chamber of Commerce 
of the United States that he had taken up the work and pro- 
cured the adoption of the rules. 

Uniformity, he said, could only be brought about by agree- 
ment of the merchants of the world, because no country could 
legislate in such way as to extend the authority of its laws 
beyond its own territory. There was no such thing as inter- 
national trade, he said, that did not involve other nations. At 
least five parties were included in a shipment from one country 
to another—namely, the shipper, the carrier, the consignee, the 
cargo underwriter, and the discounting. banker. Each, he said, 
might be of a different nationality. Indeed, he said, there were 
often several sets of bankers. Therefore, with so many coun- 
tries inextricably involved in our international trade, no one 
country could, and no one country should, attempt to dictate. 

The present movement, he said, was the first comprehensive 
one to procure one uniform law governing ocean carriers, and 
the only one, it seemed to him, that could prevent such a situa- 
tion aS was produced when, in 1900, in Knott vs. Botany Mills, 
the Supreme Court of the United States held that a bill of lading 
issued in South America, covering a cargo to be transported 
to the United States, in a British ship, and containing a provi- 
sion that in case of claim or dispute, the British law should 
govern, was governed by the Harter act. He said that that 
case showed, as did many others, that no system of law govern- 
ing international transportation could be worked out by one 
country acting alone. 

No one,” said Mr. Haight, “ can deny that, for the past 
thirty or forty years, the conditions with reference to ocean bills 
of lading have been wholly unsatisfactory. The shippers, the 
world over, have been complaining that the carriers have un- 
fairly limited their liability per package to a wholly inadequate 
and unfair figure, ranging from $100 to fr. 10; that the carriers 
have unfairly barred shippers from recovery on legitimate 
claims, by inserting in their bills of lading provisions that every 
claim must be presented and suit brought within an impossibly 
short time; and that carriers have unfairly inserted in their 
bills of lading innumerable exceptions, under which they have 
escaped from the obligation of paying their just debts.” 

Mr. Haight said he would not discuss the rules in detail 
because he assumed his auditors had read and were fairly fa- 
miliar with them. Continuing, he said: 


They are, as you must have noted, little more than a codification 
of the American law of our Harter act, but with three very impor- 
tant new concessions to shippers. In those concessions the com- 
plaints of shippers to which I have referred have, I_ believe, been 
fully and fairly met. (1) The carrier’s liability per package has been 
raised and definitely fixed at 100 sterling. (2) The shipper has been 
allowed twelve months within which to file: his claim and bring suit. 
(3) The exceptions concerning pilferage, rust and sweat, and many 
others, have been struck out and under the rules, the carrier must 
prove affirmatively, where goods have been stolen or damaged, that 
they were not stolen by the carrier’s agents nor damaged through the 
carrier’s negligence. F : 

Just because the rules do provide for a uniform law, the world 
over, they will confer upon those engaged in international commerce 
benefits which cannot easily be axaggerated. : 

They will enable cargo underwriters, for the first time in the 
world’s history, to fix their premiums with reference to definitely 
known risks. Today, when every bill of lading is different, the under- 
writer never can know what his actual risks are to be, and he there- 
6fore takes no chances and fixes his premium accordingly. The rules 
should result in a prompt reduction in insurance rates. ; 

The rules will protect and facilitate bankers in their loans against 
g00ds in transit. Today, our bills of lading are so long and so compli- 
cated that the laymen cannot be expected to know what they mean. 
With all forms different, and with those forms subject to change 
Overnight, without notice, the bankers cannot tell what is or what 
is Not a proper bill of lading. Uniform documents will immensely 
assist them and, by so doing, assist trade. 

The rules will also, as already suggested, enable the steamship 
Owners to grant to their shippers concessions that no one company, 
acting alone, could ever grant, because of the competitive disad- 
vantage which would result. Through the granting of these conces- 
ions, friction and litigation, which have been constantly increasing, 
Should be, in large part, eliminated. 

All of these advantages can be secured and uniform bills of lading 
fo the regular trades can be made possible, and a friendly spirit 
etween shippers and carriers and between the nations as well, can 
€ created, if the interested parties in the United States will declare 

emselves, definitely and emphatically, in favor of international 
cooperation and the adoption of the Hague rules. 

The issue of the co-operation and non-cooperation of our Ameri- 
Te commercial men is infinitely bigger than the details of the rules 

emselves, I have studied the criticisms made by the various op- 
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ponents of the rules and I must confess that they seem to me wholly 
trivial. I do not, for a moment, suggest that the rules cannot be im- 
proved, There are, indeed, several provisions which I should, myself, 
like to see changed, and which will, I believe, be changed at a later 
conference of the International Law Association. But the rules do, 
nevertheless, represent an agreement reached by the leading repre- 
sentatives of all of the parties interested and the vital thing is that 
they have agreed; and the obvious thing is that, as a whole, the rules 
represent a longer step forward in the direction of systematizing 
international transportation than anything which has ever been 
attempted. Uniformity is, in itself, of vital importance. When the 
law in every country is the same, we can all adjust ourselves to it. 


— in every country it is different, the situation is well nigh hope- 
ess. 


Charles E. Herrick, of the Bremen Packing Company, chair- 
man of the traffic committee of the Institute of American Meat 
Packers, and C. B. Heinemann, vice-president of the Institute of 
American Meat Packers, attacked the Hague rules. 

The speakers said that foreign shipowners had launched a 
scheme to invalidate the provisions of the Harter act and the 
bill of lading law. They said that the foreign steamship own- 
ers, being faced with the probability that the British Parliament 
would enact a uniform bill of lading law similar to the Ameri- 
can law and the laws on the statutes of most of the British 
dominions, devised the Hague rules as a means of sidestepping 
the proposed legislation. 

The Hague rules, they said, would not voluntarily bring 
about “uniform bills of lading,” but, on the contrary, would re- 
sult in “uniform chaos,” in the foreign trade of the United 
States, and would place the shippers of the country at the mercy 
of steamship lines, particularly foreign lines. 

Attention was called to the fact that although the Shipping 
Board had not given its approval to the so-called “rules,” steam- 
ship interests recently had a bill introduced in Congress pro- 
viding for their adoption. The bill is so drafted, the speakers 
asserted, as to virtually wipe the Harter act from the statute 
books and set up in its place the Hague rules, which they said 
were drafted by international lawyers and representatives of 
foreign steamship interests. 

Mr. F. H. Price, export agent, Miller’s National Federation, 
spoke in favor of the rules. He denied that there was any pur- 
pose to repeal the Harter act. 


Transportation Development Urged 


Assigned to speak about “general conditions abroad,” Fred- 
erick Delano, former president of the Wabash and former mem- 
ber of the Federal Reserve Board, spoke more about things in 
America, when he addressed the transportation and communi- 
cation general meeting of the Chamber of Commerce of the 
United States, at the morning session of May 17, at the tenth 
annual gathering of that organization. It was more of an ad- 
dress to the railway man than to the users of transportation. 

Using the recently made declaration of Herbert Quick, a 
farmer, that America is more dependent upon railway service 
than any country in the world, Mr. Delano said it would be 
hard to imagine what this country would be without railroads. 
He ventured the opinion its population would not exceed one- 
tenth of what it is now. He heartily agreed with Mr. Quick 
that America had undertaken the greatest experiment in in- 
ternal transportation that had ever been attempted. In part 
he said: 


In Europe, as here, railway builders have chafed under govern- 
ment regulation. There, as here, the complaint s been of “red 
tape.’’ They say, as our men do, that one of the greatest objections to 
government regulation is not that decisions are wrong, but that they 
are so tardy. Because the railway is manufacturing service, which 
can only be used at the moment it is supplied, it follows that most 
railway questions must be settled immediately—and it does not 
always matter so much how a question is decided as that it should 
be decided one way or the other instanter. A fair definition of a 
competent railway man might be stated as a man who could decide 
the questions which arise from day to day promptly, with fairness and 
wisdom, and with as small a percentage of error as any other man. 

If our railways are suffering because decisions are tardy; the 
remedy lies not in abuse of these grossly overworked federal and 
state commissions, but in co-operation with them by railway men 
and by business organizations in order to determine a real solution. 

Some experience with government methods here and abroad, and 
my observations since I have lived in Washington, lead me to think 
that it is not fair to call on commissions to do administrative work. 
If they have executive and administrative functions to perform, they 
ought to be authorized to act as it were ‘in loco parentis,’’ or as a 
board of directors, employing an executive to attend to those functions 
under their direction and guidance on questions of policy. I may be 
expressing a novel thought, but it is one I have long entertained, that 
our boards and commissions in Washington would do better work if 
they were not so overloaded with routine matters and were more 
familiar with what was going on in the country. 

The interesting fact about the development of transportation in 
this country is that the demand for transportation increases at a rate 
very much more rapid than that of the population. While our popu- 
lation has doubled in the last forty years, our passenger travel has 
increased six fold, and freight movement ten fold. In no country of 
Europe are the railways likely to perform so important a service as 
in America, unless it be in Russia. Estimating a population of 
200,000,000 to 250,000,000 within a hundred years, we may predict from 
our present experience what the transportation demands will be. 
There is no room for selfishness, for the capital demands are so great 
that we cannot waste any part of our resources in competitive dunli- 
eation of facilities. The railways must co-operate to get results, 
realizing that the public is not interested in seeing one railroad com- 
pany secure an advantage over another. 

It may be suggested that this coming prospective burden upon the 
railways must he largely borne hy the future development of internal 
waterways on the one hand and highways for motor trucks on the 
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other. That railways have little to expect from such competition 
except in a temporary way (as happened with inter-urban electric 
roads some years ago), may be shown without digressing far. Internal 
waterways have for a long time possessed no economic merit except 
in a very few favored localities. They are usually urged by special 
interests in order to reduce freight rates, which of course means that 
the many are taxed for the benefit of the few. On the other hand, 
such natural waterways as the Great Lakes or the Hudson River 
are economically of great value; but so far from being a relief to 
the railways, they are a conspicuous failure, because navigation is 
closed in the months when the cost of rail transportation is greatest 
and the relief would be most welcome. Our southern rivers, while free 
from ice, are handicapped by conditions of current or by low water 
stages. In brief, it may be said that a means of transportation which 
fails to take the peak of the load off the railways is valueless as an 
economic measure; and inasmuch as water transportation is never 
self-supporting, but an expense of the general taxpaper for upkeep 
any many expenses of river and harbor protection or improvement, it 
cannot be looked upon as a valued adjunct. 


Motor Truck Discussed 


The case of the motor truck on the highway is different. It is 
more flexible than the railway, as the railway is more flexible than 
the waterway. On the other hand, even though it is an expensive 
method, when all costs are considered, suitable only for special condi- 
tions, it is carried on at present largely at the expense of the gen- 
eral public, which maintains the road. That the motor truck or 
motor omnibus will ever displace the vehicle on rails, when all costs, 
hazards and damages incident to its use are taken into consideration, 
is unbelievable, but it has an important place in conjunction with the 
railways for the gathering and distribution of freight in our large 
cities. ; 

Warns of Government Control 


However strongly we may be prejudiced against government 
operation of railways (government ownership is a separate question), 
we must all appreciate that government operation will come, and 
indeed should come if, and when, it is clear that government operation 
will yield the greatest return for the expenditure. That return should 
be not in the form of a fair return only for the use of the capital, or 
for a return only to the public as efficient service or only to the 
worker as wages, let us say, liberal wages (and in that we excel the 
world), but it must be in all equity and fairness an adequate return 
to all concerned in proportion to their rights. 

It is recognized, or should be, that in dealing with the question of 
transportation such a thing as a general cessation of operation cannot 
for a moment be tolerated. Congress has taken the first step towards 
preventing such cessation by requiring both parties to submit their 
case to a board representing both sides and the public as well; but 
it has not yet taken the final step by imposing any requirement that 
the men who enlist in this service shall not desert their posts except 
on proper notice, and cannot interfere in any way with the continuous 
operation of trains. Furthermore, in declaring for the principle of 
collective bargaining, we must judge from what is constantly being 
said in the public prints, that the public does not realize that the 
so-called ‘‘open shop” so often talked of, represents a temporary con- 
dition which in practice does not, and cannot, continue; and there- 
fore its discussion is largely academic. My experience and obhserva- 
tion, running over a period of many years, satisfies me that until 
labor unions change their attitude very much. such a thing as an 
“open shop” is an iridescent dream; it must be either a non-union 
shop, or if it is a union shop, it must be closed against non-union men 


Lasker Addresses Chamber 


A. D. Lasker, chairman of the Shipping Board, in an ad- 
dress May 18, before the general session of the Chamber of Com- 
merce of the United States, after reviewing the need for an 
Amrican merchant marine, declared that “American shipping 
is being killed in the borning.” He said in part: 


The Shipping Board is operating under a law which contem- 
plated that the government would operate the ships until trade 
routes were established and private ownership -would take it over. 
But the very carrying out of the law defeats its own purpose. 
Private owners wither and die under the competition of government 
operation of ships; and even were the government able to success- 
fully establish these routes, there would be, by and large, few suc- 
cessful operators who could take them over, because they would have 
been killed under the blighting competition of the unending funds 
the treasury belches forth to back the enterprise. Who of you gen- 
tlemen of the United States Chamber of Commerce could success- 
fully run your business against unlimited government competition, 
paid for out of taxation on our entire people? If we are to have 
government operation we must go.one step further and have a gov- 
ernment monopoly. 

My experience as chairman of the Shipping Board has taught 
me as I never realized before, that government ownership and opera- 
tion of ships is as poison ivy in the garden of industry. Neither are 
we winning through government operation of ships the very 
potential customers that the law provides we should try to build up, 
but the operation of the ships themselves is overly expensive because 
private initiative and inspiration are lacking. 

Do not understand from this that I do not beseech each of 
you, in your own interest, to give every preference to Shipping 
Board ships. No matter what the operations may have been in the 
past, I stand here to affirm and declare—yes, and to boast—that the 
Shipping Board today is sailing its ships as promptly as any ships 
in the world; that the Shipping Board today is making settlements 
with shippers as promptly as any shipping concern in the world; 
that the Shipping Board’s operations today, under the present Ship- 
ping Board, is comparable to the best operations of any shipping 
concern in the world. And you are standing in your own light if 
you don’t throw your cargoes to your own ships. True, your treas- 
ury is losing money in the operation of these ships. but it will lose 
more money if you don’t patronize them. But it is further true that 
nowhere else will you get a better oneration than you get on these 
ships, and every one of these ships flying vour flag is insuring day 
by day the establishment of lines that will be continuous, either 
under the government or private ownership, which in turn insures 
open markets of the world to you and for your wares, so that at no 
time will you be throttled through the very proper selfishness of 
competing countries. 

The shipping problem is a problem that cries for the attention of 
the United States Chamber of Commerce in as major a way as any 
question that will come before you. Let not the major thoughts 
you give in this convention be directed to the industrial operations 
of our country in the homeland. The face of the earth is three- 
quarters water, and the powerful nations of the world have ever 
been those who have studied their place on the three-quarters of 
the earth’s surface that is water. 
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_The President has appeared before Congress with a program of 
legislation that undertakes to overcome the difficulties under which 
private operation of ships in America suffer. True, the legislative 
relief proposed consists of artificial means to meet the situation: 
but it is only through the temporary use of artificial means that the 
situation can be permanently saved, and this administration declares 
its ‘belief that the adoption of the program which it proposes wil] 


save the situation and make America potent in its own right on 
the seas. 


_ The joint committee of the Senate and House which has just 
finished several weeks of hearings as to the proposals suggested by 
President Harding and will, within the next two weeks, have drafted 
their final bill for submission to the Congress that will include the 
suggestions of the government together with such amendments and 
omissions as the committee may deem wise to make. 

In this Congress there will be decided whether or no America’s 
war needs and America’s peace needs will be met through American 
potence on the sea. This Congress will decide whether or no there 
shall be a liquidation of the vast fleet the government holds: or 
whether government operation, with all its incompetence, shall con- 
tinue. No more crying question is before the American people. It 
demands immediate solution; and in the bill before Congress Presi- 


dent Harding and those under him feel they are offering the country 
a solution. 


It is possible that, looking back in retrospect fifty years from 
now, the greatest economic achievement that will stand out in 
connection with our era is the decision that is now made as to our 
merchant marine problem. It is up to you and up to the other 
citizens of America to say whether we live or die for coming gen- 
erations on the sea; whether or no your children shall have the rich 
heritage of opportunity that was yours. For, uniquely, the situa- 
tion is such that if we do not do that which is necessary to insure 
the operation of our fleet in private hands, America will vanish from 


the seas, and the place set for us in the stage of commerce will 
be denied us. 


Farmer and Merchant Marine 


Speaking on the merchant marine from the viewpoint of 
the farmer, Harvey J. Sconce, of Sidell, Ill., said the farmer 
could not see very much benefit from the subsidy plan if rail 
rates were not lowered or the St. Lawrence waterway con- 
-structed. 

“Until this is done and the middle west farmer is placed on 
a parity with the manufacturer of coast states, he is not in favor 
of being taxed to maintain an industry that should stand on its 
own foundation,” said he. 

“The government should dispose of the emergency fleet at 
the best figure possible, charge off the loss, forget about the 
disastrous experiment and get out of business. If Congress ap- 
proves the plan to construct the deep waterway to the Great 
Lakes, therefore putting all sections of the country on a parity 
relative to ocean shipments, then for the welfare of all con- 
cerned, it would seem advisable to enter into some plan where 
individuals and industries would be taxed and receive benefits 
alike.” 

Mr. Sconce said with the “excessive rail rates of the present,” 
a ship subsidy would mean more to the industrial sections and 
the seacoast than to the interior. He made the statement that 
the railroads “are enjoying government aid. at present that is 
equivalent to a subsidy.” 


“From the producers’ standpoint there is rather an alarm- 
ing situation being presented to the shippers of the nation that 
many of us consider detrimental to many of our industries, and 
that is the linking of some of the big railroad interests with 
certain large ocean shipping interests, as a combination of rail 
and ocean shipping,’ said he. “This would be disastrous to 
American farming and interior manufacturing interests. 


“With the emergency fleet in operation competition would 
be restored to such an extent that the freight on American 
products would be greatly reduced to the consumer in foreign 
countries, and this would be reflected to the producer in this 
country in such a way that would return a profit above the 
cost of production, a thing we are not enjoying at present time. 

“We realize that we are agriculturally an exporting nation 
and know of the direct advantage of a merchant marine to our 
industry, but if we have a barrier of prohibitive rail freight 
rates between our farms and the sea, the merchant marine is 
not of very great benefit to us.” 


At the railroad group meeting cf the Chamber of Commerce 
Howard Elliott, chairman of the Northern Pacific, and Dr. Julius 
H. Parmelee, director of the Bureau of Railway Economics, dis 
cussed the railroad situation as developed under the transpor- 
tation act. Mr. Elliott referred to the conditions confronting 
the railroads and discussed the situation in a general way. 


Mr. Parmelee reviewed the situation from the close of federal 
control. 


“What the financial situation may be during the next few 
months under the gradually tightening effect of the coal strike 
on industry, and under modified levels of transportation rates 
and railway wages which may within the next few weeks, days; 
or even hours be put into effect by the Interstate Commerce 
Commission and the Railroad Labor Board, respectively, it 1s 
difficult to foresee,” said he, “but an industry that even under 
government guaranty earns less than 4 per cent, and during 
a period of more than a year and a half at the highest level of 
rates ever experienced earns only 314 per cent per year, ¢al- 
not look for great improvement unless reductions in expenses 
can be brought about commensurate with reductions in revenue 
through rate cuts.” 

The modifications of working rules and regulations made by 
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the Railroad Labor Board, he said, represented a net reduction 
in wages of less than 1 per cent. He then said: 


The Railroad Labor Board is still in the stage of finding itself, 
as it were, and ascertaining what are its functions and powers 
under the transportation act. This process must be undergone by 
any new governmental body, and the Interstate Commerce Com- 
mission went through it during the early years of its history. One 
ruling of the Labor Board, relating to the method employed by a 
large railway system in the election of labor representatives, has 
already been overturned by a federal court, and will doubtless go 
to Supreme Court for final determination. Another ruling by the 
poard with respect to contract work by outside companies may also 
be tested in the courts. Other matters will undoubtedly be sub- 
jected to judicial review, before the powers of the Labor Board may 
be regarded as fully defined. 

It will be perceived from this brief summary that our experience 
with the transportation act of 1920 has not yet been sufficiently ex- 
tensive to offer a conclusive test of the effectiveness or the wisdom 
of its several provisions. 


McAuliffe Discusses Coal 


Eugene McAuliffe, president of the Union Colliery Company, 
of St. Louis, in an address before the natural resources produc- 
tion group of the Chamber of Commerce meeting on the coal 
strike and how to prevent a recurrence, said, among other things, 
that what was needed was the enactment of legislation that would 
insure a full finding of facts concerning the industry and that 
from the evidence so obtained the Secretary of Commerce should 
keep the Interstate Commerce Commission informed as to the 
ability of the then existing mine development to serve the full 
coal needs of the nation, together with that required for export 
and bunkerage. 

He said further that the transportation act should be so 
amended as to require every railroad desirous of rendering trans- 
portation service to a coal mine to secure from the Interstate 
Commerce Commission a certificate of convenience and necessity 
before entering or serving the mine. 

He also advocated inauguration through the Department of 
Commerce of a campaign of education and encouragement of the 
public toward the elimination of seasonal demand for coal, in- 
cluding a reduction in coal freight rates during the storage 
season. 

After setting forth that there are four elements which enter 
into the production of coal, namely, capital, labor, transportation 
and the consumer, Mr. McAuliffe said: 

“The earnest, active co-operation of the four parties to this 
situation will effect a saving in the form of reduced coal and 
transportation costs equal to one-half billion dollars annually, and 
in addition thereto thousands of acres of valuable coal land now 
being destroyed annually will be saved to the nation.” 


DAVIS TELLS OF FEDERAL CONTROL 


Speaking before the Western Railway Club of Chicago, on the 
evening of May 15, on the subject, “The Aftermath of Federal 
Control,” Director General James C. Davis, of the Railroad Ad- 
ninistration, advanced the thought that while the railroads suf- 
iered, as a result of war conditions, to a greater extent than 
any other one class of commercial property in the country, he 
did not believe that the damage was the result of neglect fairly 
= : maintain the property during the period of federal 
control. 

Mr. Davis said that, up to May 1, claims had been filed by 
the carriers on final settlement aggregating $1,011,251,598.42, 
and that these claims represented about 95.5 per cent of the 
mileage under federal control, exclusive of the short lines. Up 
to the same date, claims aggregating $519,798,985.18 had been 
settled, these claims representing 61.22 per cent of the aggre- 
gate amount of mileage under federal control. The cash paid 
out by the government in making these settlements totals $146,- 
127,692.55, Mr. Davis said. 

“If future adjustments proceed upon the same lines as those 
that have heretofore been made, the final settlements should be 
practically concluded by about July 1, 1923,” said he. 

Mr. Davis said if payments on account had not been made, 
the aggregate claims of the carriers that have been adjusted 
Would total more than $1,800,000,000, pointing out that the one 
Item of annual compensation for the use of the property was 
mM excess of $900,000,000. 

‘ The difference between the government and the carriers on 
is question of maintenance during the period of federal con- 

i were discussed by the speaker. In support of his conten- 
pe that the properties were as well maintained, physically, 

uring federal control as they were under private operation, “so 

ws a8 was humanly possible under the abnormal conditions of a 
— war,” he submitted the following analysis of the mainte- 

ance record of the railroad properties during federal control: 


Maintenance of Way 


by rnere was some 232,694 miles of class 1 railroad taken over 
respondiow  nment. During the 26 months of the test period cor- 
under ing to the 26 months of federal control, these carriers, 
tures SRey aa control, expended in maintenance of way and struc- 
, month 9 937403.00, or $3,726.00 per mile of road. During the 
same S of federal control the government expended on this 
govern perty $1,533,615,734.00, or $6,616.00 per mile; that is, the 

ment, in the maintenance of way and structures, expended 
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$674,222,331.00 in excess of similar expenditures made by the 
carriers during the test period, and, in concluding final settlements 
with the individual carriers, the Railroad Administration is 
making just allowance for undermaintenance when the facts 
presented justify same. When the final settlements are concluded 
the government will have expended more than twice as much on 
account of maintenance of way and structures during federal 
control as the carriers expended during the test period. 


Motive Power 


The total number of locomotives in service, December 31, 
1917, was 61,890. On February 29, 1920, at the end of federal 
control, the number of locomotives in service was 64,983, or an 
increase of 3,093 units. The total number of locomotives added 
to the equipment during federal control was 4,226. 

From the best available information, during the 26 months 
of the test period the carriers expended in the maintenance of 
motive power $422,244,108.00. During the period of federal con- 
trol the government expended for the same purpose $996,877,227.00, 
or an excess expenditure during federal control over the same 
time of the test period of $574,633,119.00, the expenditure by the 
Government in the maintenance of motive power being largely 
in excess of twice the amount expended during private operation. 

The total number of locomotives out of service, for repairs 
requiring more than 24 hours, on January 4, 1918, was 18.5 per 
cent. On February 28, 1820, at the end of federal control, the total 
percentage of locomotives requiring the same character of repairs 
was only 17.8 per cent. 

These records indicate a greater number of units and a higher 
— - efficiency at the end than at the commencement of federal 
control. 


Freight Cars 


There is much greater difficulty in comparing the condition 
of the freight car equipment, as between the commencement and 
the end of federal control, largely because of the fact that in the 
consolidation, from an operating standpoint, of all the transporta- 
‘tion lines, the freight cars were pooled and a large percentage of 
the freight equipment was on foreign lines continuously during 
the period of federal control. 

No criticism should attach to this plan of pooling freight 
equipment. It was one of the necessary results arising out of the 
exigencies of war conditions, and was inaugurated by the railroad 
war board prior to the beginning of federal control. As a matter 
of fact, there was only about 44 per cent of the cars on home 
lines on January 1, 1918, and the chairman of the railroad war 
board reported, on December 22, 1917, that, in the war board’s 
efforts at efficiency, freight cars were made to “circulate as freely 
over the United States as bank notes.” This action was altogether 
commendable and is evidence of a great desire on the part of the 
carriers, while under private operation, to meet the rising and 
increased responsibilities growing out of a state of war. 

The total number of freight cars on line, January 1, 1918, 
amounted to 2,374,566. The total number of freight cars on line, 
February 28, 1920, amounted to 2,486,507. This shows an increase 
in the number of freight cars, as between the beginning and end 
of federal control, of 111,941 cars. As a matter of fact, there were 


One hundred men idle—wait- 
ing for a delayed delivery. 
Multiply their wages by their 
waiting time and add it to 
the cost of a doubtful truck. 
Then you will realize what a 
bargain the faithful, depend- 
able Pierce-Arrow is. 


Pierce-Arrow 
TRUCKS 


The Pierce-Arrow Motor Car Company 
Buffalo, New York 


2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 





















































































































1108 


built and put in service during the control 
159,076 freight cars. 

During the 26 months of the test period corresponding to the 
26 months of federal control, the total expenditure by the carriers 
for freight car maintenance was $391,327,170.00, or an average of 
$79.38 per car per annum. The total expenditure for freight car 
maintenance by the government during the period of federal con- 
trol was $907,227,045.00, or an average of $178.40 per car per 
annum. 

The records indicate that at the commencement of Federal 
control the percentage of bad order cars was 5.3, amounting to 
some 126,650 cars. At the end of Federal control the same records 
indicate 5.7 per cent of bad order cars, amounting to 143,425. 

I am not unmindful of the marked difference in the price or 
cost of labor and materials as between the test period and the 
period of federal control. I am fully aware of the difficulty during 
the time of Federal control to at all times procure efficient labor 
and proper material. I also appreciate the insistent demands for 
the transportation of men and war materials, entailing in many 
instances unusual requirements from freight equipment, but I do 
submit that the expenditure by the government of these vast sums 
of money shows a conscientious, good faith effort to maintain and 
keep the carriers’ property up to the same standards of efficiency 
as when the property was taken over. * * #* 


period of Federal 


Diagnosing the Present Trouble 


It requires no profound knowledge of railroad finances to 
diagnose the present trouble. From 1917, the last year of private 
control, to 1921, the first full year of private operation after 
federal control, the operating expenses increased $1,739,267,031.00. 
The operating expenses for 1921 were in excess of the gross 
revenues of 1917 by $547,015,662.00, and the revenue ton miles for 
1921 show a reduction from the revenue ton miles of 1917 of 
87,710,068,493. 

No business can remain solvent where the volume of business 
is decreasing and the operating expenses increasing at a much 
greater ratio than operating revenues. 

The serious injury to the railroad properties as the result of 
federal control is found in the fact that when returned to their 
owners the properties were being operated at a deficit, this as a 
result of a policy that at least a part of the increased cost of 
transportation should be borne by the general public as a war 
expense, 

I am not criticising the adoption of that policy, I am only 
suggesting its present effect upon the economic condition of the 
railroads. 

If the eonditions following federal control resulted in eco- 
nomic injury to the railroad transportation properties as a whole, 
they are damages which existing laws contain no provisions for 
adjusting; they are the direct result of the war, for which 
there would seem to be no way that money damages can be 
demanded or paid, being largely remote, contingent, and specu- 
lative; but they do represent conditions which the public and the 
law making bodies should consider in their present and future 
treatment of this great business, next to agriculture the most 
important in this land. 


Says No More Laws Needed 


What the railroad interests need at this time is a period of 
legislafive repose, a fair opportunity to work out under normal 
cenditions permanent plans for rehabilitation, a definite time to 
make necessary improvements, and a reasonable opportunity, 
under fairly normal surroundings, to determine the merits of the 
transportation act, egpecially by giving the interstate Commerce 
Commission an opportunity to exercise its new authority in the 
matter of rates, and the Railroad Labor Board a chance to exercise 
its new authority in the adjustment of wages. 

The carriers of the United States, if given a fair chance under 
normal conditions, should be able to give efficient and adequate 
service, at reasonable rates, lower than those that are to be found 
in any other country in the world. The people must remember 
that there is no legislative panacea for a situation like the present. 
You cannot make bricks without straw. The destroying and far 
reaching effects of the greatest calamity in the history of civili- 
zation'cannot be restored over night. The painful struggle back 
to anything like normal times calls for patience, patriotism, and 
forbearance, the exercise of conservative judgment, and an abiding 
courage. 

Private ownership and operation of railroads is now on trial. 
The result of public ownership of railroads is a condition that 
most conservative minds are reluctant to contemplate. If that 
undesirable situation is to be avoided, much patience and much 
patriotism must be exercised. Personally, I believe that with the 
return to normal conditions most of the railroad difficulties will 
be solved. 

There is one service that the transportation companies ren- 
dered in the winning of the war which should not be forgotten. 
At the time when the civilization of the world seemed hanging 
in the balance, the men operating the transportation system of 
America, with a wonderful and generous patriotism, responded to 
every call in that great movement of men, food, and materials 
necessary to keep the armies of the Allies carrying on. America 
was, at the end of the conflict, the great and controlling factor. 
It was the railroad transportation system of this country that 
enabled the nation to respond so effectively. In helping that 
system back,to a condition of commercial solvency, some generous 
and considerate remembrance should be had of this great achieve- 
ment. 


FOREIGN TRADE CONVENTION RESOLUTIONS 


Among the resolutions adopted by the National Foreign 
Trade Convention, at the closing session in Philadelphia, May 
12, was one urging that all restrictions and inhibitions by the 
government be removed, from operators of American vessels, 
particularly with respect to rates, routes and service. 


DEBTS OF SHIPPING BOARD 


Chairman Lasker of the Shipping Board said this week that 
by June 30 the board would be free of debt with the exception 
of claims and claims involved in lawsuits. He said about $20,- 
000,000 of securities, in the form of mortgages and bonds, had 
been sold by the board and that $16,000,000 had been paid in 
cash therefor, and that the balance would be paid by June 30. 
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TACOMA TERMINAL RATES 


The Trafic World Washington Burcay 


At the request of W. J. Love, vice-president of the Emer. 
gency Fleet Corporation in charge of traffic, the division of 
regulation of the Shipping Board has taken a hand in the con- 
troversy between the Intercoastal Conference and the port of 
Tacoma, Wash., resulting from the decision of the conference to 
eliminate Tacoma as a basic or terminal port. Immediately on 
receipt of the action taken by the conference, Tacoma began a 
fight for reinstatement, enlisting Representative Albert Johnson 
of Washington, who went to New York and appealed to the 
conference to reinstate Tacoma. The conference also dropped 
as terminal ports San Diego, Astoria, Vancouver and Victoria, 

The effect of the action taken by the conference, if it stands 
will be to force shipments by rail or small vessels between 
Tacoma and Seattle. It is not believed that the Shipping Board 
vessel operators, who participate in the conference, will be per- 
mitted to eliminate Tacoma. However, no action will be taken 
until the investigation has been completed. Mr. Love issued 
the following statement relative to the situation: 


The division of regulations, United States Shipping Board, is 
looking into the Tacoma terminal rate question and will seek a sus- 
pension of the conference agreement on this point pending results of 
their investigations. 

his means that the situation governing prior to this change will 
govern until such time as a thorough investigation of the matter can 
be made by the board, both sides being given every opportunity to 
present their case. ; 

The adoption of the above course will result in an orderly way 
of determining the merits and demerits of the claims made by the 
Tacoma interests versus the lines in the intercoastal trade. : 


SHIP SUBSIDY HEARINGS 


The Trafic World Washington Bureau 


Tax exemption for users of American flag tonnage as pro- 
vided in section 301 of the ship subsidy bill does not have the 
approval of the American Farm Bureau Federation, J. R. Howard, 
president, informed the committee. The bill provides for the 
deduction from the amount which would otherwise constitute the 
tax, a sum equal to 5 per cent of ocean freight money properly 
chargeable to and which has been paid by the person subject to 
the tax. 

“We are on record against tax exemption of every kind,” Mr. 
Howard said, “even tax exemption on farm loan bonds. To be 
consistent we must definitely oppose this section, but I will say 
it is the only section which we do oppose.” 

Patrick O’Brien, assistant to Andrew Furuseth, head of the 
International Seamen’s Union of America, appeared before the 
committee and testified as to labor conditions and non-enforce 
ment of the LaFollette seamen’s act, particularly as to the lan- 
guage clause. 

: R. T. Merrill, director of the bureau of research of the Ship- 
ping Board, appeared before the committee to refute testimony 
by Andrew Furuseth and statements made during the cross- 
examination of witnesses. 

As to Mr. Furuseth’s statement that there was no substan: 
tial difference in subsistence costs on British and American ves 
sels, the witness said: “The board reiterates that by law the 
difference is more than 12 cents per man per day, which for 2 
crew of say 35 men would amount to nearly $1,500 per ship per 
year—which is not microscopic in these days of microscopic voy- 
age returns. That is fact.” 

Defending another part of the testimony submitted previ- 
ously by himself, Mr. Merrill said: 

“To appear before these committees and give a misstatement 
of facts is a most serious thing. I can think of one more tel: 
rible thing, and that would be to face the present chairman 
of the Shipping Board and admit that I had presented, as his 
spokesman, inaccurate information before Congress.” 

As to charges that Shipping Board vessels are undermanned, 
the witness said the board scrupulously obeyed the Department 
of Commerce regulations governing safe navigation. 

The Administration’s ship subsidy bill was approved by 
Secretary Denby, of the Navy, before the committee this week. 
He expressed the belief that the bill would put the American 
merchant marine on a permanent basis and that after a time 
many lines would not have to be aided by the proposed subsidy. 

“We need a properly balanced merchant marine,” said he, 
“not only as a business proposition, but as a very necessary 
auxiliary to our fighting fleet. Shipping is a highly specialized 
business and we have only to study Great Britain to see that 
we have to learn it from the ground up. It will have to have 
aid until our flag is firmly established on the seas. I would 
not presume to fix even an approximation of the time that this 
aid will be necessary, but I do not believe that it will be loné. 

“We are now finding greater pressure in industry and We 
must seek new outlets for our surplus products constantly. 
Great Britain for a long time heavily subsidized its shippiné 
and still helps the companies that run the fast ships so necessary 
as naval auxiliaries. I believe that new trade routes should be 
established and it seems to me that this plan is as good as any, 
though I would not presume to say it is the best.” 

In reply to a question by Senator Fletcher as to whethe? 
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he did not think the government should continue operating the 
Shipping Board vessels, Mr. Denby said they should be privately 
owned and privately operated. He said he saw no difference be- 
tween a subsidy and paying losses from the federal treasury for 
the operation of the fleet by the government. He said he could 
give an order requiring officers of the Navy to travel on Amer- 
ican vessels and that other government departments could do 
the same. He said it was “bad business” for the government 
to hold the vessels longer than absolutely necessary. He also 
touched on the merchant fleet as a great naval auxiliary. 

Edward P. Farley, vice-president of the Emergency Fleet 
Corporation in-charge of ship sales, related to the committee 
the results of his recent trip to Europe. He covered much 
the same ground that he did in his report to Chairman Lasker 
on shipping conditions abroad. 

The joint committee on ship subsidy legislation voted May 
17 to close the hearings Friday. 

Thomas B. Healy, representing the New York local of the 
Marine Engineers’ Beneficial Association, was the last witness 
to be heard. The bill will be redrafted by the committee and 
submitted to the House for action. 


LABOR OPPOSES SHIP SUBSIDY 


The executive council of the American Federation of Labor 
has adopted a resolution opposing the ship subsidy bill. 

“This bill in every feature thereof is predicated upon the 
unfounded claim that such subsidy is needed to equalize the 
wage cost, which, it is claimed, runs strongly against the Ameri- 
can vessels,” the resolution says. 

The following reasons are set forth as to why the council 
is against the bill: 


Resolved, That acting for and on behalf of the trades unions of 
America we reiterate that we are generally opposed to subsidies of 
any kind, and specifically opposed to subsidies being granted to ship- 
owners, because, first, there is no proof that subsidies ever built up 
or materially aided in building any merchant marine; second, because 
it is provocative of inefficiency and graft and general parasitism. 

Resolved, further, That we are opposed to this particular bill for 
reasons, some of which we enumerate, as follows: 

First, because it presumes to sell the vessels now owned by the 
government, when in fact the so-called sale is nothing but a smoke 
screen to hide the fact that the shipowners are to receive the vessels 
for nothing and then some three hundred million dollars over and 
above the purchase price for operating the vessels for ten years, after 
which time the ship operators may turn the vessels back to the 
government; 

Second, because this bill confers upon the Shipping Board powers 
such as have never been, so far as we can ascertain, given to any 
commission or board in any country; under this bill it can give the 
subsidy or withhold it, it can reduce the subsidy or double it, it can 
sell the vessels at any price to one person or refuse to sell to another 
person at a high bid because it is of the opinion that the bidder’s 
character is such that he may not use the vessel to promote the inter- 
ests of the United States; it can lend money to one person at 2 per cent 
interest and refuse it to another, when both are to use it for the same 
purpose, 

Third, because the shipowners who are advocating the bill and will 
be the recipients of the bounty refuse to give any real information 
about their business during the last ten years, in fact, any informa- 
tion which might show whether any subsidy is really needed, even 
from the point of view of those favoring subsidies as a principle, 
unless ordered to do so by the joint committee conducing the hearing. 

Fourth, because the shipowners are so organized that there is not 
nor will there be any competition between them in the buying of 
the ships. 

Fifth, because the shipowners have dominated the policy of the 
Shipping Board during nearly all of its history. They are dominating 
it now and there is no reason to believe that they will not continue to 
control it in the future. 

Sixth, Congress has during our history, except in two or three 
instances, given the shipowners anything they asked; and it is, there- 
fore, the shipowners and shipbuilders who are at least indirectly re- 
sponsible for the decay of our sea power, and there is no good reason 
to believe that the shipowners and their policy will improve after 
getting the subsidies. Finally, we believe that this is no time to sell 
the vessels; but that, having tried to operate the vessels under agree- 
ment with the shipowners and having failed, we may now try to 
operate them directly in the manner Mr. Rossbottom is now operating 
his ‘‘spiked team’’ without any serious loss to the government. We 
believe that the losses would be much less, if any, and that the ship- 


ae would then buy the vessels which they have so far refused 
o buy. 


STEVEDORES AND BOARD AGREE 


The Trafic World Washington Bureau 


Agreement has been reached by the Shipping Board and con- 
tracting stevedores of the Guif and South Atlantic ports, on a 
revision downward of stevedoring rates at those ports, the reduc- 
tions ranging from 5 to 15 per cent. 

Commissioner O’Connor, who had charge of the matter for 
the Shipping Board, said definite figures would be given out later 
but that approximately 600 commodities were involved in the 
adjustment of the rates. 

“The contracting stevedores have agreed to reductions nearly 
all along the line,” said he. 

At the conference the following members of the standing 
committee of American steamship lines were present: J. T. 
Lykes, T. J. Kehoe, R. D. Sullivan, Charles Barthold (represent- 
ing Qakley Wood, chairman of the committee), and G. W. Clough, 
secretary, all of New York. 

Representatives of contracting stevedore companies from the 
Gulf present were: N. O. Pedrick of New Orleans, president of the 
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Gulf Shipping Conference and manager of the Mississippi Ship- 
ping Company; C. S. Flanagan of Port Arthur, Tex., for C. FPlana- 
gan & Sons; T. R. Hancock of Galveston, Tex., for Sgitcovich & 
Co.; J. M. Lykes of Galveston, Tex., for Lykes Brothers, and J. 
B. Waterman of Mobile, Ala., for the Waterman Steamship Com- 
pany. 

Representing the contracting stevedore companies for South 
Atlantic ports were H. G. Strachan of Savannah, Ga., for the 
Georgia Stevedoring Company; W. W. Williamson of Savannah, 
Ga., for the Chatham Stevedoring Company; Devereux Bacon of 
Savannah, Ga., for Trosdal, Plant & Lafonta, Churchill Line, Sa- 
vannah Maritime Association, John G. Giffin & Co. of Jackson- 
ville, Fla., and the Plant Line Stevedoring Company; C. H. Mar- 
shall of Jacksonville, Fla., for the Tampa Inter-Ocean Steamship 
Company, and J. M. Whitsitt of Charleston, S. C., for the Caro- 
lina Company, and the Charleston Stevedoring Company. 

Commissioner O’Connor later’'made the following announce- 
ment regarding the rates agreed to in the conference between 
the contracting stevedores of the Gulf and South Atlantic ports 
and the board: : 


There has been a general reduction in rates agreed to all along 
the line, with the exception of the grain rates, which are to remain 
as at present. 

As a result of the conference, the cost of winchmen and relief 
labor has been eliminated. 

Among some of the commodities on which there has been a mate- 
rial reduction in the cost of handling, are alcohol, in barrels and drums; 
old rate 80c, new rate 75c; barbed wire, per ton weight, reduced from 
$1.10 to 95c; cement, from 18c per barrel and 80c per ton, in sacks, to 
70c per long ton. 

Coffee, any quantity, including sorting and labor cost, to 6%c 
per bag; prior rates ranged from 8c to 8%c per sack, including sort- 
ing and labor cost. 

Copper, lead, tin and spelter, bars and ingots, are now to be han- 
dled for 70c per ton; the old rates were 80c for copper, lead and spel- 
ter, and 75c for tin. 

Cotton, hand stowed, has been reduced to 25%c per bale from 29c; 
cotton, headed through doors, to 30c from 33%c. Other cotton rates, 
based upon shape of bales and stowage, are proportionately reduced. 

There is no change in the rate for handling flour, or bran and 
hulls of all kinds in sacks. 
™ General cargo, per payable ton, has been reduced from $1.25 to 

c 


Tron and steel bars, rods and hoops, any length, are to be han- 
dled for 80c per ton. The old rates were: bars, 90c; rods, $1.00; hoops, 
$1.00; iron and steel plates, which formerly cost $1.30 per ton, when 
10 feet in length, and $1.50 when more than 10 feet in length, are now 
to be loaded or discharged for $1.00 per ton; pig iron has been re- 
duced to 80c from 85c, and iron pipe from $1.10 to $1.00. . 

There has been an appreciable reduction also on logs. Handling 
them from or onto the dock formerly cost $1.10; new rate, $1.00; on 
$1.00" = from or into the water, the rate has been reduced from 

z o T5c. 

Lumber also has been subjected to a cut, ranging from 10c to 30c 
per thousand feet. 

Meats and all packing house products, in barrels and tierces, have 
been reduced from 85c to 75c, while meats and all packing house 
products, in boxes, tubs, buckets, crates, etc., have been cut from 
$1.00 to 85c. 

A flat rate of 75c has been agreed upon for oils, glucose, molasses, 
grease, tallow, soap and soap stock, wax, resin and asphalt in bar- 
rels; former rates ranged from 80c to 90c. 

Rice, in sacks, has been reduced to 72c; former rates ranged from 
70c to 80c; rice polish has been reduced from 80c to 72c. 

Nitrate and staves remain at their present rates. : 

Steel billets and ingots are now to be handled for 75c per ton in- 
stead of 85c; steel rails, ‘‘under and over 33-feet,’”’ also are affected by 
reduction. 

Sugar, refined, in sacks, met with a 2c cut to 6c. 

Tobacco, screwed, now $1.30 per hhd., old rate being $1.50 per 
_ Tobacco, hand stowed, has been reduced from 75c per hhd. to 

c. 

These rates, where weight is involved, are for loading and dis- 
charging per ton of 2,240 pounds, and the rates agreed upon are retro- 
active to April 25, 1922. They are applicable to the port of New Or- 
leans and the Texas gulf ports, as well as to the ports in Alabama and 
Florida. Mobile, and Savannah, Ga., however, are subject to a -15 per 
cent reduction from the rates agreed upon for the other ports on 
account of lower cost of labor at these ports. 


FOREIGN COMMERCE ORDERS 
The Trafic World Washington Bureau 


The Commission, by means of Foreign Commerce Orders 
Nos. 3 and 4, dated May 13, but promulgated four days later, 
took steps to put into real, and not merely nominal, effect, para- 
graph 1 of section 25 of the interstate commerce law. No. 3, 
canceling No. 1, is directed to the carriers by water, and No. 4 
to carriers by railroad. In its notice to carriers by railroad the 
Commission said: 





In the introduction to the Commission’s circular notice to all car- 
riers by railroad, dated March 22, 1920, there was quoted the five para- 
graphs included in Section 25 of the Interstate Commerce Act as 
added by Section 441 of the Transportation Act, 1920. 

In order that the Commission and railway carriers subject to the 
act might carry out the provisions of Section 25 the said carriers were 
requested to funish certain information, the details of which were 
set forth in the above described circular. : 

There were many carriers who did not respond to the Commis- 
sion’s request in any manner whatever, while several who did responé 
failed to include in their lists the names of stations which obviously 
should have been included. For example, one of the principal carrier? 
serving Chicago failed to include it as a point sufficiently importan 
to be specified by the Commission as a point at which information 
required under Section 25 shall be maintained and from which throus 
bills of lading to foreign destinations shall be issued. 

Other carriers consolidated their lists of stations ores 
the name of a particular railway system or grouped together on 
called family lines, then listed thereunder the names of stations with 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 


American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN 


S. E. LEONARD 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 








American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
S.S. AMERICAN 


20 May 25 
S.8S. PENNSYLVANIAN June 1 
S.S. FLORIDIAN 3 June 8 
S8.S. VIRGINIAN June 17 June 15 
Sailings every Thursday from New York, every 

Saturday from Boston and alternate Saturdays 
from Philadelphia. and fortnightly from 
the Pacific Coast ports 


EUROPEAN SERVICE 


U. 8S. Pacific Coast Ports to the Principal Ports of the United 
ingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 
To Hamburg 


NEW YORK TO HAMBURG 
. *MOUNT CLAY 


. *BAYERN 
- *MOUNT CARROLL 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
8.S. THEMISTO 4 : 
une 13 


BOSTON TO BREMEN AND HAMBURG 
8.8. GEORGIAN 


BALTIMORE TO BREMEN AND HAMBURG 


S.S. GEORGIAN (via Norfolk and Boston) 
8.S. THEMISTO (via Philadelphia) 

8.8. CALLISTO (via Norfolk) 

S.S. OREGONIAN 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


S.S. GEORGIAN (via Boston) 
8.8. CALLISTO June 17 


NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. SACHSENWALD Early May 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 


Samarang, Soerabaya 
S.S. HALF MOON 


A STEAMER 


Steamers take cargo for Tunis, Alexandria and Syrian Coast 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 


BRANCH OFFICES 
Boston, 40 Central Street 
Cleveland, 242 The Arcade 
Philadelphia, Bourse Bldg. 
Pittsburgh, Oliver Bldg. Phone Grant 7431-2 
Rochester, Commerce Bldg. Phone Main 7150 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 








Phone Congress 3084 
Phone Main 2150 
Phone Lombard 7050 
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out indicating the line or lines by which each particular point so 
listed is served. 

Since the Commission, in its decision in Case No. 4844, Export 
Bill of Lading, 64 I. C. C. 347, has prescribed the form of through 
export bill of lading to be issued by carriers subject to the Interstate 
Commerce Act for application to the transportation of property, in 
connection with water carriers, whose vessels are registered under 
the laws of the United States, it is important that the Commission 
and railway carriers proceed immediately to carry out the provisions 
of Section 25. 

In view of the fact that a number of carriers failed to respond 
to the Commission’s former notice, furthermore many of those who 
did respond did not apparently understand the manner in which the 
information therein requested should be furnished, the Commission has 
entered its foreign commerce order No. 4 under the terms of which 
and in the manner prescribed thereby all carriers by railroad are re- 
quired (1) to file on or before July 1, 1922, the infomation contem- 
plated by Section 25, (2) to file promptly thereafter any changes 
therein, (3) to report semi-annually on January first and July first 
all changes made for the preceding six months’ period. 


Addressing the officers of carriers by water subject to the 
provisions of the law, the Commission said: 


Paragraph 1 of Section 25 of the Interstate Commerce Act, Sec- 
tion 441 of the Transportation Act, 1920, requires “That every com- 
mon carrier by water in foreign commerce, whose vessels are regis- 
tered unde the laws of the United States, shall file with the Com- 
mission, within thirty days after this section becomes effective and 
regularly thereafter as changes are made, a schedule or schedules 
showing for each of its steam vessels intended to load general cargo 
at ports in the United States for foreign destinations, (a) the ports 
of loading, (b) the dates upon which such vessels will commence to 
receive freight and dates of sailing, (c) the route and itinerary such 
vessels will follow and the ports of call for which cargo will be car- 

The Shipping Act, 1916, defines a “‘common carrier by water in 
foreign commerce” as a “common carrier, except ferry boats running 
on regular routes, engaged in the transportation by water of passen- 
ges or property between the United States or any of its districts, 
territories or possessions and a foreign country, whether in the import 
or export trade: Provided, that a cargo boat commonly called an 
ocean tramp shall not be deemed such ‘common carrier by water in 
foreign commerce.’ ”’ : 

In order that compliance with the requirements of Section 25 of 
the Interstate Commerce Act may be effected without further delay 
the Commission has entered its foreign commerce order No. 3, a copy 
of which is herewith enclosed. The said order, in cancelling foreign 
commerce order No. 1, describes not only the manner in which all com- 
mon carriers by water included under paragraph 1 of Section 25 are to 
comply with the requirements of said paragraph, but requires, further, 
that the schedules contemplated thereby shall be filed not later than 
July 1, 1922, and that thereafter as changes are made such schedules 
shall be either amended or reissued. 

All water carriers herein referred to will at once proceed to com- 
ply with the requirements of foreign commerce order No. 3 by filing 
their schedules in accordance with the regulations therein prescribed 
and in the future by appropriate amendments or by revision, keep 
them as nearly as may be up to date. d 

Whenever the changes are such as to warrant the filing of a com- 
plete new schedule such schedule must bear not only a new foreign 
commerce number, but must indicate immediately thereunder the 
cancellation of the schedule superseded thereby. 


LOVE GOES TO GERMANY 
The Trafic World Washington Bureau 


Investigation of the agreement between the United States 
Lines, the company organized by the Shipping Board to operate 
the fleet of ex-German liners formerly operated by the U. S. Mail 
company, and the North German Lloyd will be made by a com- 
mittee appointed by the board. The members are W. J. Love, 
vice-president of the Emergency Fleet Corporation in charge of 
traffic; T. H. Rossbottom, general manager of the United States 
Lines; A. E. Clegg, and E. G. McCormack. Mr. Love planned 
to sail for Germany May 20 and the other members of the com- 
mittee will leave New York May 27. The United States Lines 
has what is called a “day-to-day” working agreement as to traffic 
with the North German Lloyd. It is believed that the commis- 
sions paid to the North German Lloyd under the existing agree- 
ment are too high, officials said. An effort will be made to es- 
tablish an independent agency in some German port and in the 
event that is done the arrangement with the German line will 
be set aside, it was said. Inquiry also will be made by the 
committee, it was said, as to facilities for receiving the Leviathan 
when it makes its contemplated trial trip in the spring of 1928. 


URGES PASSAGE OF WATERWAY BILL 


The National Rivers and Harbors Congress, in a statement 
headed “Dangerous Delay in Passing Rivers and Harbors Bill,” 
urges that Congress be appealed to at once to take action. The 
statement follows: 


Serious delays in beginning urgently needed river ard harhor work 
will result unless the legislative river and harbor bill (H. R. 10766) is 
passed not only at the present session of Congress but before the 
army appropriation bill becomes a law. The army appropriation bill 
has already passed the House but the river and harbor bill is appar- 
ently no nearer passage now than when it was reported on March 7. 

This bill adopts 25 new projects and authorizes the modification 
of 5 others. These projects, with their estimated cost, are given 
below. It also authorizes a large number of surveys. The army 
appropriation bill carries nearly $43,000,000 for river and harbor work, 
but not a dollar of this amount can be spent upon the projects or the 
surveys listed herewith unless the rivers and harbors bill, which 
authorizes them, is passed in advance of the army appropriation bill. 
This merns that nothing could he done until the summer of 1922. 

A still more serious delay would result if H. R. 10766 is allowed 
to go over to the next session of Congress. Appropriations for river 
and harbor work are hased upon the estimates submitted in the 
annual reports of the Chief of Engineers, and, unless the pending 
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river and harbor bill is passed at the present session, the data upon 
which an appropriation for these works can be based will not appear 
until the annual report for the fiscal year ending June 30, 1923. 

In that case it is practically certain that funds would not become 
available until July 1, 1924, which is the middle of the working season 
so that most, if not all, of that season would be lost and the work 
would not be fully under way until the spring of 1925. 

Many of these projects are urgently needed, and every one inter. 
ested should at once write to the senators and members of Congress 
from his state urging the speedy passage of H. R. 10766. 

PROJECTS AUTHORIZED IN H. R. 10766. 





eR. UR Bal cid iel'ela cles Chix oo 0.6. tieie-s's Slee sresne wes $ 50,000 
NONE NIG, Eo. Siig 6.00 sole dine.6%6. 4:2 obleeceitie-o eiaine. sim 103,000 
New Rochelle and Echo Bay Harbor, N. Y.......cccccccccce 35,000 
N. Y. and N. J. Channels...... wire ene ae Rawees 10,400,000 
I I I 6. Bio nade sare 4 ossievbin 6d ew@cteG ccmaceleleiaieie.« 630,000 
err ee grarewec 4,100 
Waterway, Core Sound to Beaufort Harbor, N. C........... 30,000 
EPO. | SFO, FE No oe cADANS 5 6ei6 0.51410 1040080. 60.050 00 0:6 6i0:b e608 38,000 
Ee ee ee er ee ae 25,800 
eT UI | INI 5g 6. 10s or'6 16: 0706:00 0. 0l'b 0 ererdere-ordieiw Ri@rwiece 670,000 
Separe-Meener Waterway, TOHAB. oc iccccicccscilesiocesiceseces 1,805,500 
po ee a a ener 4,200 
hed Lake and Hed Lake River, Minti. o.oc ccc cisiccisccccccescsces 15,000 
ee NY EE Eo. eota a aOrcig piven dreainadnbews ensaeeeeweeme 110,000 
CECI I NTN os esos Syd rds orsinr'6 0:6: 01018 aides ai/n win widphiwseosese 4,000,000 
Black Rock Channell and Tonawanda Harbor, N. Y.......... 55,000 
ee ae eS peers eee 135,850 
ee ee eer ee 730,000 
San Francisco Harbor Entrance, Calif............ccccccceces 530,000 
meme PIII. OO i Fe Oca 5 6s 01 6,514 -0). 0:6 00 61516 -00:8.0 woe eierecaleie 1,371,450 
Coos Bay Harbor and Isthmus Slough, Ore..............e000: 3,310,000 
Columbia and Lower Willamette Rivers, Ore.......... saraieore 1,750,000 
nr NRG: IRIEL, UNI 6.65 a. 5..0is: vids oars. Sue! SG a a Glow Wieksia bee Sb. aeTielaieusaiate 23,350 
AC MOUNNPORNN: ANU ea. 5 55g, 5 a'0! 5:5! dors Sceleierd orale ovaw ino aracere eidiehale- sie 4,620 
I SR FN es airs coreverp eles aria laren ae larerw wa Ge uapniaeiens 4,500,000 
MODIFICATIONS OF EXISTING PROJECTS. 

OER EIEN III 5-5-6: 6:0) -oinieer sis iacein Sie biusio-Bhureie 010/60) 01.0: 0 elererere 98,000 
SRD, RUINS ENE, i acarer violas o-0's/n icalalna a erinisisiesteiedin eens telewinne: _.aaducn 
*Waterway, Calcasieu River to Sabine River, La............ 500,000 
St. Mary's Miver at the Falla, Mich ....cccccccccccccccsscoss 513,000 
TRCPOCNG Cree SONU, CIE... Kccnsenvsecivcenensaebuwseweeessl seconds 

NE. Sear a salee rae a Sarin cer detainee oe a ale eae $31,441,870 


*—Increase in cost effected by the modification. 
t—Decrease in cost effected by the modification. 


MODEL OF LEVIATHAN 


The model of S. S. Leviathan has been turned over to Chair- 
man Lasker of the Shipping Board by Thomas W. Miller, alien 
property custodian. In presenting the model, Mr. Miller said: 


This model was made by skilled mechanics sent from Germany 
to this country by the Hamburg-American line before the war. It is 
an exact replica of the famous liner which took more troops to France 
than any other vessel in the transport service. The cost of the model 
originally was $25,000. It is being turned over to Chairman Lasker 
of the Shipping Board because it is most fitting and proper that the 
Shipping Board should have_on exhibition the model of this great 
ship in their Washington offices, inasmuch as they are to operate 
the Leviathan when it_is reconditioned. This model was a great 
business getter for the Hamburg-American line before the war, and it 
is to be hoped that it will serve this purpose, and in this way help 
carry the flag of the American merchant marine to the seven seas. 
The model will forever be the property of the United States govern- 
ment in the same manner that the great ship itself will always be in 
our possession; for whatever becomes of the rest of the German 
property, we take it that the possession of the great ship itself will 
never be relinquished by the United States government. 

The name of the Leviathan will not be changed to “The 
President Harding,” as proposed by the Shipping Board, it was 
learned at the White House, May 16. It was said that President 
Harding had requested the board not to change the name, be 
cause of the sentiment connected with the “Leviathan,” which 


carried thousands of American troops to France during the war. 


CUNARD AIRPLANE SERVICE 


A cable to the Cunard Line’s offices states that arrange 
ments have been completed with the Compagnie Aerienne 
Francaise to convey passengers on the company’s “Big Three” 
—the “Berengaria,” “Aquitania” and “Mauretania’—from Cher- 
bourg to Paris by airplanes, the new service beginning June 1. 
The same service will be operated for people who wish to fly 
from Paris to Cherbourg in order to catch one of the big 
Cunarders. Arrangements to fly may be made at any of the 
offices of the Cunard Line or on any of the steamers of the 
lines’ weekly express service to Cherbourg and Southampton. 


PAYMENT FOR SHIPPING BOARD VESSELS 


Negotiations with the Lloyd Royal Belge, which, in 192), 
bought 22 vessels of about 56,000 tons registry for about $16, 
500,000 from the Shipping Board, has resulted in the paymett 
of something over $12,000,000, of which $10,500,000 was in cash. 
Harry S. Kimball, vice-president of the Shipping Board, 4 
nounced this week. The company paid $6,500,000 this week, he 
said. The balance will be paid in five equal annual installments. 


COST AND VALUE OF VESSELS 


The Shipping Board has issued a statement showing that 
the 23 combination passenger-cargo vessels built as a part 0 
the war building program cost a total of $130,554,297.28. These 
are the vessels that have been named after Presidents of the 
United States. The prices of the vessels ranged from a jittle 
in excess of $4,000,000 to a little in excess of $7,000,000. Th? 
present sale value of the vessels is far below the war CO 
Some estimates place the present market value at around $30; 
000,000. 
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Master Traffic Management 


Under the Direction of a Traffic Advisory Council of 150 Expert Traffic Men 


O men earnestly desiring to fit themselves for important posts in 

the field of traffic, LaSalle Extension University offers broad and 

practical training—under the direction of a Traffic Advisory Board 
comprising 150 successful trafic men. In a clear, interesting, and 
thoroly understandable series of texts, lectures and instruction service, 
these men explain the principles governing the modern science of Rail- 
way and Industrial Traffic Management and the practical traffic methods 
employed by the most efficient organizations in America. This course 
and service is personally supervised and directed by J. W. Harnach, 
formerly with the Chicago Great Western Railroad and various shippers’ 
organizations, assisted by a staff of practical and experienced traffic experts. 
The training is given under the LaSalle ‘‘Problem Method,’ the most 
practical method of advancement known to educational science. It 
covers with thoroness the entire field, including: 


Organization and Administration of a Traffic Department 


Freight Classification Law of Carriers Express Service and Rates 
Freight Rates Procedure before the Inter- Ocean Traffic and Trade 
Freight Claims state Commerce Commission Etc., etc. 


The LaSalle Traffic Advisory Board is headed by C. O. Frisbie, former Traffic Manager 
for Armour and Company, former President of the Illinois Tunnel Company and former 
President of the Cornell Wood Products Company. Among those contributing to the 
course are such representative trafic men as: 


CHICAGO, ILL, HOBOKEN, N. J. ST. PAUL, MINN. 


E. B. Boyd, Chairman, West- FE. H. Best, Traffic Commis- Herman Mueller, Traffic Direc- 
ern Trunk Line Committee. sioner, Hoboken Chamber of tor, Association of Commerce 
C. L. Lingo, Traffic Manager, Commerce. of St. Paul. 
Se ee CINCINNATI, OHIO ST. LOUIS, MO. 
C. R. Hillyer, Interstate Com- . H. Lewis, Freight Traffic W.C. Maxwell, Vice President, 
merce Attorney. _ Manager, B. & O. Railway Wabash Railway. 
Eugene Morris, Chairman Cen- : 7 
tral Freight Association. INDIANAPOLIS, IND. K. B. Hannigan, Assistant 


James Webster, AssistantTraffic L. L. Hyde, General Freight Freight Traffic Manager, 
Manager, New York Central Agent, Lake Erie and West- Southern Railway. 


Railroad. ern Railway. FT. WORTH, TEXAS 
MONTREAL, P. Q. GRAND RAPIDS, MICH. J. A. Stafford of Stafford, Low- 

H.C. Martin, FreightTrafficMan- _F. E. Coombs, Traffic Manager, den Company, Printers. 
ager, ee Se ney Michigan Farm Bureau. E. P. Byars, Secretary and Traf- 

W. H. Chandler, Traffic Man- _- LOUISVILLE, KY. Freight Bowe — 
ager, BostonChamberofCom- Addison R. Smith, Vice Presi- : 
merce and President National dent, Louisville & Nashville DALLAS, TEXAS 
Industrial Traffic League. Railway. Geo. R. Angell, Division Freight 

NEW YORK CITY SIOUX CITY. IOWA eg : & P. pe 

F. S. Davis, Agent, Eastern J, P, Haynes, Traffic Manager, jos. G. eR eneral Freight 
Freight Traffic Bureau. Commercial Club. gm M. R. & T. Railway 

W. A. Schumacher, General CHAMPAIGN. ILL of Texas. 

Traffic Manager, Fruit Des- 3p ; . HOUSTON, TEXAS 
patch Line. a ne ae T. G. Beard, General Freight 

C. L. Hilleary, Traffic Manager, Sedans ye Illinois — Agent, Southern Pacific Rail- 
F. W. Woolworth Company. y 7 way. 

Frank Nay, Comptroller, Allied ST. JOSEPH, MO. LOS ANGELES, CAL. 
Chemical & Dye Corporation. W. J. C. Kenyon, Traffic Com- Walker L. Trammel, Southern 

ALBANY, N. Y. missioner, Commerce Club of Pacific Railway. 

N. D. Chapin, Director, New St. Joseph, Mo. PORTLAND, OREGON 
York State Bureau of Farms DETROIT, MICH. W. D. Skinner, Traffic Man- 
and Markets and President C. S. Sikes, Vice President, ager, Spokane, Portland & 
New York Traffic Club. Pere Marquette Railway. Seattle Railway. 


Let us send you full information regarding LaSalle’s home-study Problem Method of prac- 
tical training in Foreign and Domestic Traffic Management. We will also send you a copy 
of an interesting book containing statements and letters from some of the many executives 
and employes of railroads and large industrial shippers who have increased their efficiency 
and earning power as a result of LaSalle Traffic training. Sending for the facts obligates 
you in no way. Address Department 595-T. 


LaSalle Extension University 





The Largest Business Training Institution in the World 
Chicago, IIl. 
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USE OF OLD BILLS OF LADING 
Editor The Traffic World: 


The writer has watched with interest the many views given 
by the different shippers regarding the use of old forms bill 
of lading after July 1, 1922, and has been working faithfully, 
not with the Commission, but directly with the general freight 
agents of the various lines, regarding the advisability of post- 
poning the effective date the new bills of lading are to become 
effective. 

I am glad to note that a letter came to hand that one of the 
big western lines states that its agents will accept old form of 
bill of lading with the stamp affixed (as now being used) after 
July 1, 1922, and until old supplies are used up, providing the 
Commission does not object; and it is the writer’s belief that 
all lines will fall in line, for at least the economic reason, of 
not making a waste of the bills of lading on hand, and I do not 
think the Commission will object to their ruling. 

The writer wishes to thank The Traffic World for the in- 
terest shown in support of the shippers’ viewpoint and the pub- 
licity given in your columns, which I believe was a great benefit 
in bringing about the decision of the carriers. 

O. J. Moore Grocer Company, 


By E. P. English, Traffic Manager. 
Sioux City, Ia., seal 17, 1922. 


PROMPT PAYMENT OF CLAIMS 


Editor The Traffic World: 

With further reference to the prompt payment of claims, as 
mentioned from time to time in the Open Forum, we would like 
to mention that we have enjoyed a service in settlement of claims 
filed with the Union Pacific Railroad, through A. R. MeNitt, 
freight claim agent, that is hard to beat. On a large proportion 
of claims filed with the Union Pacific, we have received settle- 
ment within a week or ten days. This is a splendid record. 

We are of the opinion that the length of time required in 
settlement of claims depends very largely upon the manner in 
which a claim is presented. If an honest and legitimate claim 
for overcharge, loss, or damage, when presented, is accompanied 
by all necessary documents, the freight claim agent is in a 
position to make prompt settlement. When these papers do not 
accompany the claim, settlement is delayed. On the other hand, 
if the claimant is continually endeavoring to “put .something 
over” on the railroad company, and is trying to collect claims 
he is not entitled to, the freight claim agent learns to look with 
suspicion upon all claims presented by him, regardless of their 
merit, and consequently takes a longer time to investigate their 
validity. 

J. A. Schroeder, Traffic Manager, 
Overland Cement Plaster Co. 


Laramie, Wyo., May 12, 1922. 


CLAIM PREVENTION 


Editor The Traffic World: 

If space will permit, we should like to compliment and con- 
gratulate, through your columns, Mr. C. B. Pirie, traffic manager, 
Harper & Reynolds Corporation, Los Angeles, Calif., on his 
article on claim prevention, published in your issue of March 
11, 1922. 

We are constantly in touch with the subject of claim pre- 
vention, on which we have read and are reading continually 
many instructions, thoughts and suggestions promulgated prin- 
cipally, of course, by the carriers. 

We have seen nothing, however, from the shippers’ stand- 
point, that strikes us as forcibly and as the logical thing to do, 
as that outlined by Mr. Pirie. 

It, of course, naturally follows that the carrier should take 
the initiative in stopping the drain on its revenue through loss 
and damage claims. In this. connection, however, much co- 
operation has been sought from and extended by the shipper, in 
justice to whom it is but proper to say that our experience has 
been that, as a general thing, he is willing tc do his part. In 
other words, in our dealings with the shipper along the lines 
in question, we have met with a very gratifying degree of 
success. 

L. M. Allen, District Superintendent, 
Western Weighing & Inspection Bureau. 
Omaha, Neb., May 15, 1922. 





MISQUOTATION OF RATES 


Editor The Traffic World: 


I have read with interest the letters written by E. P. Byars 
(The Traffic World, May 13, p. 1053), stating that the proposed 
law now up before Congress, holding the railroads liable for loss 
or damage done by a misquotation in rates, should be opposed 
by you on the grounds that it would lead to the carrier and 
shipper working together. 

It is my opinion that The Traffic World should uphold this 
law. As stated in an article some time ago, it would be im. 
possible for anything like this to happen, as the shipper would 
have to show absolute proof that he lost money on a transaction, 
due to a misquotation of a rate, and he would not be able to 
collect any more than he actually lost by such an error. Under 
these conditions I think it would be impossible for any rate 
man and shipper to be able to work together. 

On the other hand, if this law is passed, it will lead to better 
efficiency among the railroad rate departments, for if they know 
they are liable for a misquotation in a rate, they will be more 
particular. If a shipper actually loses money, due to the ineffi- 
ciency of the railroad rate department, we see no reason why 
he should not be held liable for loss of this kind, as well as any 
other loss. 

Thomas Dudley, Traffic Manager, 
Atterbury & McKelvey. 


New York, N. Y., May 15, 1922. 


RATES ON COOPERAGE STOCK 


Two cases, each involving the movement of one car, were 
consolidated and heard before Examiner Butler, in Chicago, May 
17. They were No. 13639, The Creamery Package Mfg. Co. vs. 
Director-General, Pere Marquette, et al., and No. 13684, same vs. 
same. The cars filled with cooperage stock, moved from Bay 
City, Mich., to Blythesville, Ark., in the period immediately fol- 
lowing the promulgation of General Order 28. According to the 
complainants, a rate of 37.5 cents was charged, which was the 
lumber commodity rate of 29.8 cents plus 25 per cent. It was 
their contention that, under the first supplement to General Or- 
der 28, the maximum increase of 5 cents prescribed therein for 
lumber rates should have applied. That would have made the 
rate 34.8 cents, and it was for reparation of the difference of 3 
cents a hundred pounds that the complaint prayed. 

The Director-General’s contention, as outlined by C. B. Ack- 
erman, was that the lumber commodity rate should not have ap- 
plied on the shipments at all. According to his way of figuring a 
class rate of 36 cents plus 5 cents should have applied, and the 
thing the Commission ought to do in disposing of the case was 
to find the shipments undercharged by 3.5 a hundred pounds. 


FUTURE OF MOTOR VEHICLE 


Declaring that the period of business stagnation had passed, 
that he could see the upward trend, and that the American 
people had been kept down as long as it was possible to keep 
them down, Robert E. M. Cowie, vice-president of the American 
Railway Express Company, addressed a group of electric auto- 
mobile men at the convention of the National Electric Light 
Association at Atlantic City this week. 

“The future of the motor vehicle,” said he, “is so great that 
it is hazardous to predict where it will stop. It is taking the 
place of transportation by rail to a very great extent, radiating 
from the.great commercial centers for distances of from one 
hundred to two hundred miles.” 

The American Railway Express Company is the largest user 
of electric trucks in the world. Beginning with one electric in 
1908 the number was increased to fifty-one in 1911. One hun 
dred and twenty-three have been purchased this year. There 
has not been a year since 1911 in which some electrics were 
not purchased. The company now operates 1,194 electric street 
trucks and 250 electric industrial trucks, making a total of 1,444 
electrics. 








A CORRECTION 
In an account of the action taken by the Southern Indus 
trial Traffic Association and the Jackson Chamber of Commerce, 
with regard to lower rates along the Mississippi River, in The 
Traffic World, May 13, p. 1062, it was made to appear that the 
home of the association and the chamber was Jackson, Miss. 
Jackson, Tenn., was the city involved. 
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INTERSTATE COMMERCE COMMISSION 


Western Coal Rates 


Investigation by Commission (Docket 13588) with respect to Interstate rates on coal from producing points in Mon- 
tana, Wyoming, Colorado and New Mexico, and all states west thereof, to destinations in said states and to El Paso, 
Texas. 

Hearings set for Denver, May 10; Salt Lake City, May 15; Butte, May 19; Seattle, May 22; San Francisco, May 26; 
Phoenix, June 5; El Paso, June 7. 

For copies of Official Stenographer’s Minutes address the undersigned. 





Port Investigation 


DOCKET 12681— Charges for wharfage, handling, storage and other accessorfal services at South Atlantic 
and Gulf Ports; to be heard at Wilmington, N. C., Atlanta, New Orleans and Galveston, May 5 to 15. 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing begins at Atlanta on May 22nd; subsequent hearings are to be held at Asheville, Cincinnati and 
New York. For copies of Official Stenographer’s Minutes address the undersigned. 


United States Shipping Board 


Hearings on question of whether adequate facilities exist to warrant enforcement of section 28 of the Merchant 
Marine Act of 1920; affecting movement of tonnage through the ports under preferential export rates to ships oper- 


ating under the American flag. Hearings to be held as follows: 

New York (already beld)......ccesccscccccecs April 24-25 i i nenccsinnd yen cede wedaeeeen July 6 
PACU CMAN GIR 5 oa chacaioiclergsioaidins switetioaeeor May 16 a. winked o aalgiee baie wae July 9 
i SE TE wiacdiwemekevudeksdobeweienee May 18 os Sri ly. hwigp is iain ae eae July 12 
TOM Ele, Gi </clewisilorene-sranpisheausteernroievenioioweieeion June 8 , dicipettedenk cievwakeedenneladadd July 15 


For copies of Official Stenographer’s Minutes address the undersigned. 


National Association of Railway and Utilities Commissioners 


Convention held Atlanta, Ga., October, 1921; next convention to be held Detroit, Mich., September 26, 1922. 
Valuable reports and discussions on matters affecting all public utilities under the jurisdiction of the various state 
commissions of the United States. 


Official copies of 1921 convention now on press. There will be no second edition. Order now. Price, $4.00 per copy. 
For Official Stenographic Report address the undersigned. 


THE STATE LAW REPORTING COMPANY 


OFFICIAL REPORTERS: Interstate Commerce Commission. Publishers of Law Reports 
United States Shipping Board. 235 BROADWAY 
National Association of Railway and Utilities Commissioners. NEW YORK CITY 


WACO, TEXAS 


THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





MUSKOGEE, OKLA. 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 















SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 











CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 
Teaming of Every Descripti Delivery Service and Cartead 
Dietributore 








ROCHESTER, NEW YORK 


General Storage  Carload Distribution 
Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 
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Loss and Damage Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 

3 # 





LOSS OF OR INJURY TO GOODS 


Action Against Carrier Maintainable Where Failure to Deliver 
Occurs; Failure to Deliver or to Deliver in Good Order Is 
Breach of Contract and Also Tort: 

(Court of Appeals of Georgia, Division No. 2.) Where a 
carrier fails to deliver goods at destination, section 2798 of the 
Civil Code of 1910 confers jurisdiction of the case for resulting 
damage in the courts of the county where the failure to deliver 
occurred—that is, the county of the destination of the goods— 
whether the action be ex contractu or ex delicto. Civ. Code 
1910, sec. 2798. The failure to deliver at destination, or to 
deliver in good order, is a breach of the contract of carriage, 
and also a breach of the carrier’s public duty, the latter being 
a tort, both theoretically located at the place. of performance, 
the destination of the shipment.—Davis, Agent, etc., vs. Seigel, 
111 S. E. Rep. 439. 

BILLS OF LADING 


Bank to Which Sight Draft on Buyer of Carload of Potatoes, 
With Order for Delivery, Was Sent for Collection Liable to 
Transmitting Bank for Conversion on Delivery of Order 
Without Payment of Draft: 

(Supreme Court of Iowa.) Where a bank to which sight 
draft on buyer, accompanied by order for delivery of a carload 
of potatoes, was sent for collection by a bank which bought the 
draft, with duplicate bill of lading and order for delivery, turned 
over the order to the buyer without collecting the draft, thereby 
enabling buyer to obtain possession from the carrier without 
payment of the purchase price, the bank was guilty of conver- 
sion, and was liable to the transmitting bank for the loss sus- 
tained, and could not defend its action in so doing on the ground 
that it merely intended to afford the buyer an opportunity to 
inspect goods, not having been instructed to accord him such 
privilege.—First National Bank of Wadena vs. Farmers’ Savings 
Bank, 187 N. W. Rep. 474. 

General Authority of Agent to Collect or Receive Payment Im- 
plies No Authority to Waive Principal’s Lien or Release 
Security Without Payment: 

The general authority given an agent to collect or receive 
payment implies no authority to waive principal’s lien or release 
security without payment of debt.—Ibid. 

Measure of Damages for Wrongful Surrender of Order for De- 
livery of a Carload of Potatoes by Bank, to Which Sight 
Draft on Buyer Had Been Sent for Collection, Stated: 
Where bank to which draft on buyer of a carload of pota- 

toes, accompanied by order of delivery, was sent for collection 
turned order over to buyer without requiring buyer to pay draft, 
the measure of damages in action against the collecting bank 
therefor was the amount of the draft, in the absence of evidence 
that the property was not worth such amount.—Ibid. 


CARRIAGE OF LIVE STOCK 


Judgment on the Facts Reversed When Based on Conjecture 
and Against Preponderance of Evidence: 

(Court of Civil Appeals of Texas. San Antonio.) The 
Court of Civil Appeals will reverse a judgment on the facts only 
when it is evident that a verdict is based upon mere surmise, 
suspicion, or conjecture, and is against the preponderance of 
the evidence.—Schaff vs. Hill & Thompson, 238 S. W. Rep. 1037. 
Evidence Held to Prove. Delivery of Calves to Railroad, Instead 

of Cows, as Claimed by the Shipper: 

Evidence held to prove that shipper delivered to railroad 
60 cows and 8 calves, instead of 68 cows, as claimed by the 
shipper.—Ibid. 

Refusal to Submit Issue as to Whether Cows Died From In- 
herent Weakness Held Error: 

In shipper’s action against railroad for death of cows during 
transportation, refusal to submit issue as to whether the cows 





died from inherent weakness, which the evidence seemed to. 


raise, held error.—Ibid. 
Live Stock Shipper Suing Carrier Could Recover Interest Only 
as Damages, and Not as Interest Eo Nomine: 

Live stock shipper suing railroad could recover interest to 
time of judgment, if at all, only as part of the damages, and not 
as interest eo nominee.—Ibid. 

Judgment May Provide for Interest From Date Thereof, Though 

Jury Found Damages Without Awarding Interest: 

Where a live stock shipper sued for interest on the damages 
sustained, the fact that the jury found damages to have been 
sustained in a lump sum did not preclude the court from render- 
ing judgment for such sum, with interest from the date of the 
judgment.—Ibid. 
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Instruction Fixing Measure of Damages Not Applicable to the 

Case Held Erroneous: 

In an action for failure to deliver and for death of cattle, 
an instruction, fixing the measure of damages as the difference 
between the market value of the shipment, in the condition in 
which it should have arrived, and that of such shipment, in the 
condition in which it did arrive, held erroneous, in that there 
was nothing in the case involving the condition of the cattle 
delivered.—Ibid. 





| Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


) 
( 
s 





REGULATION OF COMMON CARRIERS 
Relief Refused Where Contract Is Inequitable Without Pleading 

That Issue: ¢ 

(Supreme Court of Tennessee.) The court must consider 
the entire situation and act on its discretion and will not spe- 
cifically decree the performance of a contract shown to be harsh 
or inequitable, even though the pleadings did not raise that 
issue-——New River Lumber Co. vs. Tennessee Ry. Co. et al., 238 
S. W. Rep. 867. 

Refused Where Contract Is Illegal Without Pleading That Issue: 

Specific performance of an unlawful contract will not be 
decreed whether the defense of illegality was specially pleaded 
or not.—Ibid. 

Decisions Construing Interstate Commerce Act Are Authorita- 
tive on Construction of State Act: 

Acts 1897, c. 10 (Thomp. Shan. Code, sec. 3059a et seq.), 
creating a Railroad Commission and defining its powers, was 
modeled after the Interstate Commerce Act of Congress and 
practically all the decisions upon the construction of the federal 
statutes are authoritative upon the construction of the state act. 
—Ibid. 

Contract Fixing Rate for Definite Period Is Superseded by New 

Rate Established Under Statute: 

Even though a rate fixed by a contract for definite period 
between a carrier and a shipper is the legal rate at the time of 
the contract, a higher rate thereafter established by the carrier 
in accordance with the provisions of the Railroad Commission 
Law renders the contract ineffectual and would subject both the 
carrier and shipper to indictment if they adhered to the con- 
tract.—Ibid. 


Rate Unlawful Unless Approved by the Commission: 

Under Acts 1897, c. 10, sec. 22, concerning the Railroad 
Commission’s powers over rates, no charge for transportation is 
lawful unless submitted to or fixed by the Commission, and no 
departure from the posted rates is lawful except as may be 
allowed by the Commission.—Ibid. 

Carrier Presumed to Have Filed Tariff as Required by Law: 

A carrier is presumed to have filed tariffs of the rates it is 
demanding from shippers as required by Railroad Commission 
Act of 1897, c. 10, sec. 22.—Ibid. = 
Carriers Are Quasi Public Functionaries Within Presumption 

They Do Their Duty: 

Common carriers are quasi public functionaries, to which 
the presumption of law that they have complied with their legal 
duty in the absence of any proof to the contrary applies.—Ibid. 
Special Rates to Encourage Infant Industries Are Illegal Unless 

Approved by Commission: 

Special rates to encourage infant industries, as permitted by 
Railroad Commission Act of 1897, c. 10, sec. 24, are legal only 
after they have been submitted to the Commission for revision, 
and only if they may be. permitted without discrimination, s0 
that no shipper and no carrier can make a special contract for 
special rates independently of the Commission.—Ibid. 


Not Decreed Where Existence of Legal Contract Is Doubtful: 

Where the legality of a contract between a carrier and 
shipper fixing rates for transportation is doubtful, specific per 
formance thereof will not be enforced.—lIbid. 

Hardship Does Not Justify Judicial Change of Statute: 

The hardship resulting to a shipper, who had made large 
expenditures in reliance. on a contract with a carrier fixing 
special rates, does not authorize the court to-read into the stat- 
utes regulating rates any exceptions not contained therein.— Ibid. 
Refusal to Perform Illegal Provisions Does Not Authorize Decree 

as to Legal Provisions Not Breached: 

Specific performance of the legal portions of a contract be 
tween a shipper and carrier will not be decreed where there was 
no breach of such obligations, though the carrier had refused 
to perform illegal provisions of the contract regulating rates.— 
Ibid. 

Relief Not Granted Where Contract Is Terminable at Will: 

Equity will not decree specific performance where it may be 
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POSITION WANTED—By trained Traffic Executive. Six years’ | | Vi E LOC KS 
experience. Familiar with all details of domestic and foreign ship- 


ping. Thorough knowledge of rate and claim adjustment and pro- 
cedure. Now employed. Seeks change to position with greater op- 
portunity. Salary secondary. Address T. E. A. 443, Traffic World, 
Chicago. 






















offer the safest mechanical security, but 





POSITION WANTED—Experienced traffic and rate man, and greater security is rightly placed in the 
conversant with fundamentals of transportation law. Desires posi- 4 
tion = an of commerce or industry. Address FA-1, Traffic strong character and established repu- 
World, : 





tation of a business. 

FOR SALE—Several cars No. 1 Oak Railroad Cross Ties, Switch 
Timbers, Bridge and Crossing Plank for immediate shipment. L. E 
PEARSON, Edwardsburg, Mich. 


Our integrity cannot be tampered with. 








NTED—One y ch, wi t 1 > : 4 
s. W. L. Tariffs 80B, 80C, 80D. “State price, Address ‘the Hautable | MERCHANDISE STORAGE CO., INC. 


Adjustment Co., 509 North Second Street, St. Louis, Mo. 
3/6 NORTH PIER STREET BROOKLYN, N. Y. 


DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 





INDIANAPOLIS, IND. 


McNamara Warehouses 
Unlimited Service 


Merchandise Storage and Distribution. Track connection 
and free switching with all railroads. Machinery, paper 
and general storage. Motor delivery service. 


Experienced men, together with our modern equipment, 
enable us to give you prompt and reliable service. Let us 
figure on your requirements. 


Assemblers, Forwarders and 
Distributors of Pool Cars 


Telephone 946 W. New York St. 
Circle 8407 Big Four Sidings 












































CHATTANOOGA 


a te kf. me?) ta | em) el ag , | 


“BREAN BULK (x22) SHIPMENTS 


-“Gateways’’ are born, not made. 
Chattanooga is the natural Geo- 
graphic gateway to the South. 

In addition she has become the 

railroad gateway. 


Asintelligent merchandise distribu- 
tors we’re the gate in the gateway. 
We'll break-bulk, distribute locally, 
collect, advance on warehouse re- 
ceipts—render every service. 


Write for book on facts and rates. 


ois 72 a OF OX y-% 
TRANSFER & STORACE CO. 


CHATTANOOGA TENN. FRED.A-BRYAN Pre. 
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’ 
nugatory, as where the contract may be terminated at the will 
of either party.—Ibid. 
Not Decreed to Enforce Rates Subject to Change by Commission: 

A court of equity will not decree specific performance of a 
contract fixing rates to be charged by a carrier, even though the 
rates therein specified are legal rates, since such rates would 
be subject to change at the order of the Commission.—Ibid. 
Not Appointed for Railroad for Which a Receiver Had Been 

Appointed in Another Suit: 

In a suit by a shipper for specific performance of a contract 
with it by a carrier, receivers of the carrier will not be appointed 
to carry out certain provisions of the contract where, after the 
present suit was instituted, a receiver had been appointed for 
the same carrier in other proceedings in the same court, but the 
shipper’s remedy must be sought in the court which appointed 
the receiver or with permission of that court.—Ibid. 


SAND, CHERRIES AND TOMATOES 


Three cases, each involving the movement of a single car, 
in each of which Armour & Co. were the complainants and the 
Director-General the defendant, were heard before Examiner 
T. J. Butler, in Chicago, May 18. In the first of these, No. 13680, 
it was alleged that the class D rate of 43.5 cents, charged on 
a carload of silica sand, moving from Ord, Neb., to Chicago, 
Ill., on July 30, 1918, was unreasonable to the extent that it 
exceeded a commodity rate of 25 cents, in effect from other 
silica sand producing points in Nebraska and Kansas at the 
time of shipment and subsequently established from Ord. 

W. W. Manker, of Armour & Co., sought to prove the un- 
reasonableness of the rate as charged by showing that the ton 
mileage resulting from the rate charged was 12.13 mills and 
that under the rate as claimed it was 6.97 mills, as compared 
to ton mileages from other Nebraska and Kansas pits ranging 
from 5.80 to 6.75 mills. Manker said if the Commission found 
the rate as paid to be reasonable, it would have to order the 
packing company, which used the sand in making scouring 
powder, to pay $4.96 undercharges, because when the sand was 
weighed in Chicago the figures did not agree with the carriers’ 
by 1,140 pounds. 

C. B. Ackerman, for the Director-General, said the 25-cent 
rate was a concession to stimulate the movement of a com- 
modity the value of which was largely the product of trans- 
portation. He said that the granting of that concession could 
not be taken as an admission of reasonableness. He claimed 


rate comparisons, which he introduced, showed 43.5 cents to be 
a normal rate. 


Cherries, Lewiston, Ida., to Boston 


No. 13681, which involved the movement of a car of pre- 
served cherries, in barrels, from Lewiston, Ida., to Boston, Mass., 
on June 28, 1919, resolved itself largely into a matter of classifi- 
cation. The complaint was against the commodity rate of $1.065 
as charged, which was alleged to be unreasonable to the extent 
it exceeded a rate of 90.5 cents contemporaneously in effect on 
the same commodity in glass, earthenware or metal cans, boxed. 
When so packed, the fruit took the lower rate, with a 60,000- 
pound minimum, under item 200-B of Countiss’ eastbound tariff 
I. C. C. 1042. Item 390-B, however, provided for the application 
of the $1.065 rate on fruit “in bulk in wood.” 

Manker said the higher rate on the fruit in the less danger- 
ous package was unreasonable and said that was proved by 
the fact that the Director-General amended the tariff on Feb- 
ruary 28, 1920, the last day of federal control, so as to make 
the lower rate apply to the barreled preserves. He also pointed 
out that in the Consolidated Classifications all packages were 
included in the preserved fruit item which classified that com- 
modity fifth class in all territories. The same, he said, was 
true of preserved fruit moving transcontinentally westbound. 

Ackerman claimed the low rate on the fruit in glass and 
earthenware was due to water competition, because those pack- 
ages were particularly adaptable to movement in ships. He 
said that the reasonable rate was the class rate of $2 and that 
anything below that was depressed. He also maintained that 
the only question involved was one of discrimination against 
the barrels and in favor of the bottles and cans, and he said 
that if that was true the Commission ought to prescribe the 
removal of the discrimination by raising the lower rate to the 
level of the higher. 


Tomatoes, Garland, N. C., to Jacksonville, Fla. 


The last of the three cases, No. 13682, also involved a single 
car—one loaded with canned tomatoes, and moving from Gar- 
land, N. C., to Jacksonville, Fla., on September 2, 1918. The 
fifth class rate of 57.5 cents was applied, while at the same 
time a class rate of 51.5 cents and a commodity rate of 31.5 
cents were in effect from Richmond, Va., a more distant point. 
Manker said that he thought a commodity rate of 35 cents would 
have been reasonable for the car from Garland to Jacksonville, 
and he asked for reparation down to that rate, amounting to 


$141.30. The lower rate, he said, was established four months 
after the car moved. 
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He and his firm came in for a scathing indictment, froy 
Ackerman, who insisted that Armour & Co. were trying to 
break down the class rate structure generally. 

“Armour & Co. are the only people who have been coming 
to the Commission repeatedly asking for reparation on ship. 
ments that moved under class rates. It seems that all they 
need is to find some commodity rate, on the goods they are ship. 
ping, somewhere in the general territory where the movement 
occurred and they immediately seize upon it as an excuse to 
claim the class rate unreasonable. If class rates do not prop. 
erly apply to sporadic shipments such as the three discussed 
today, the Commission might just as well abolish carload class 
rates entirely.” 

Manker replied to this indictment spiritedly. “Since the 
end of federal control,” he said, “it has not been necessary for 
us to file a single formal complaint. We have been just as 
careful in checking our rates, and I do not think the railroads 
have been giving us more than we should have. Therefore, we 


cannot but believe these cases are here because the Director. 
General insists on fighting them out, rather than because we 


have any desire to evade the payment of just and reasonable 
freight charges.” 


REVENUE FREIGHT LOADING 


A slight drop in revenue freight loading was reported for 
the week ended May 6, the total number of cars being 755,749 
as against 758,286 in the week ended April 29, according to the 
weekly report of the car service division of the American Rail- 
way Association. In the corresponding weeks of 1921 and 1920 
the loadings totaled 721,722 and 843,184 cars, respectively. 

Coal loading was practically the same in the week ended 
May 6 as in the preceding week, the total being 75,410 as against 
75,632 in the preceding week. 

Increases were reported in the loading of grain and grain 
products, live stock, coke, merchandise, L. C. L., and decreases 
in the loading of coal, forest products, ore, and miscellaneous 
freight. ‘ 

The loading by districts, in the week ended May 6 and the 
corresponding week of 1921, was as follows: 

Eastern district: Grain and grain products, 9,032 and 6,558; 
live stock, 3,018 and 2,668; coal, 8,224 and 39,626; coke, 1,332 
and 907; forest products, 5,161 and 5,483; ore, 2,056 and 2,019; 
merchandise, L. C. L., 70,272 and 57,650; miscellaneous, 82,391 
and 64,817; total, 1922, 181,486; 1921, 179,728; 1920, 190,735. 

Allegheny district: Grain and grain products, 1,991 and 
2,188; live stock, 2,971 and 2,961; coal, 12,240 and 44,078; coke, 
4,315 and 2,370; forest products, 2,913 and 2,195; ore, 2,377 and 
1,410; merchandise, L. C. L., 49,790 and 42,854; miscellaneous, 


66,055 and 45,901; total, 1922, 142,652; 1921, 143,957; 1920, 175, 
326. 


Pocahontas district: Grain and grain products, 187 and 124; 
live stock, 47 and 86; coal, 25,922 and 21,673; coke, 300 and 160; 
forest products, 1,390 and 1,082; ore, 31 and 32; merchandise, 
L. C. L., 6,079 and 5,069; miscellaneous, 4,056 and 3,665; total, 
1922, 38,012; 1921, 31,892; 1920, 32,874. 


Southern district: Grain and grain products, 3,349 and 3,173; 
live stock, 2,038 and 1,944; coal, 21,085 and 18,375; coke, 585 and 
493; forest products, 18,243 and 13,930; ore, 953 and 634; mer 
chandise, L. C. L., 37,465 and 35,367; miscellaneous, 41,631 and 
34,111; total, 1922, 125,349; 1921, 108,027; 1920, 129,766. 


Northwestern district: Grain and grain products, 11,209 and 
7,900; live stock, 8,078 and 6,845; coal, 2,850 and 3,664; coke, 
1,265 and 448; forest products, 16,850 and 13,651; ore, 3,815 and 
7,277; merchandise, L. C. L., 30,308 and 26,960; miscellaneous, 
35,331 and 30,623; total, 1922, 109,706; 1921, 97,368; 1920, 137,828. 


Central Western district: Grain and grain products, 10,49 
and 10,236; live stock, 11,691 and 10,403; coal, 3,347 and 13,592; 
coke, 151 and 166; forest products, 5,693 and 5,334; ore, 2,096 
and 773; merchandise, L. C. L., 33,105 and 30,869; miscellaneous, 
38,403 and 31,592; total, 1922, 104,981; 1921, 102,965; 1920, 113,528. 

Southwestern district: Grain and grain products, 3,862 and 
4,526; live stock, 2,653 and 2,413; coal, 1,742 and 3,866; coke, 
176 and 147; forest products, 6,682 and 6,444; ore, 438 and 649; 
merchandise, L. C. L., 15,926 and 16,517; miscellaneous, 21,884 
and 23,227; total, 1922, 53,563; 1921, 57,786; 1920, 63,132. 


Total, all roads: Grain and grain products, 40,125 and 34, 
705; live stock, 30,496 and 27,320; coal, 75,410 and 144,874; coke, 
8,124 and 4,691; forest products, 57,132 and 48,116; ore, 11,766 
and 12,794; merchandise, L. C. L., 242,945 and 215,286; miscel- 
laneous, 289,751 and 233,936; total, 1922, 755,749; 1921, 721,722; 
1920, 843,184. 


GUARANTY APPLICATIONS DISMISSED 
The Commission has dismissed applications of the Mount 
Gilead Short Line and of the Erie Terminals Railroad Compaty. 
under section 209 of the transportation act, holding that the’ 
would get the benefits of the guaranty through the operating 
companies, the C. C. C. & St. L. and the New York, Susquehanne 
& Western, respectively. 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 







REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 

NEW MONTREAL PHILADELPHIA 

TIMORE BOSTON PORTLAND, ME. 

and 
As BRISTOL 
YMOUTH HAMBURG GLASGOW 

LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG —“_ 6 C DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 













Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 







BETWEEN 
NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE 42 SAN FRANCISCO 
NORFOLK ane’) OAKLAND 
SAVANNAH PORTLAND 
JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 
St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 8. Third St. 42 Broadway 


Cleveland 
248 The Arcade 
Oakland, Cal. 


Pittsburgh 
1537 Oliver Building 
Savannah, Ga. 
Savannah Bank & Trust Bldg. Parr Terminal 


Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. 601 Title & Trust Bldg. 


1408 L. C. Smith Bldg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 
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General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
710-11-12 Laclede Gas Light Building ST. LOUIS, MO. 







I. L. BURLINGAME, President 
W. E. McGARRY, Vice-Pres. and Gen’! Mgr. 
J. C. RYAN, Traffic Manager 


J. F. ROACH, 
Manager Demurrage Dept. 
ARTHUR E. HAID, Counsel 






These officers have had years of experience in railroad 
service and are in position to render expert service to ship- 
pers anywhere in the United States. 


We organize traffic departments for any business or com- 
mercial body, place high-class managers in charge and 
fully support it from our general office. 


We furnish consulting service to your Traffic Depart- 
ment, if you have one, or will give you expert traffic de- 
partment service if you cannot afford to have a department 
of your own. 


We furnish rates; routes; handle rate cases with rate 
committees; prepare and handle cases before the Interstate 
Commerce Commission, State Public Service Commissions, 
or in any Court. 


We trace lost or delayed shipments; assist in securing 
cars for loading; furnish embargo information, finding open 
routes or secure permits. 

We look after our clients’ business during railroad 
strikes, congestions, or other transportation emergencies. 

We audit freight and demurrage bills and secure refund 
of overcharges. 

Consultation service furnished on engineering problems 
involving plant locations, track layout, etc. 


Inquiries solicited. List of satisfied clients furnished on 
request. 


? 


Reference: Union Station Trust Co., St. Louis, Mo. 
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The warehouse companies listed in this ad- 
vertisement have the best facilities in the 
country’s foremost distributive centers. 
They are eager to co-operate with you col- 
lectively, through Distribution Service, Inc., 
or individually, as best meets your needs. 


Distribution Service. /nc, 
123 W. Madison St.Chicago, Ill. 


© Representing: 
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BIRMINGHAM LOS ANGELES 

Harris Transfer & Warehouse Co. Union Terminal Warehouse Co. 
CHICAGO LOUISVILLE 
fs hat ea Co. Louisville Public Warehouse Co. 

D 

— Street Terminal Warehouse — Firepreof Warehouse & 

DENVER Van Co. 
PHILADELPHIA 


The Weicker Transf 

Co. eicker Transfer & Storage Terminal Warehouse & Transfer 
EL PASO ie 

International Warehouse Co. 
FORT WORTH 

Biayen-O' Keele Fireproof Storage 


PORTLAND 
Oregon Transfer Co. 


SAN FRANCISCO 


San Francisco Warehouse Co. 
HOUSTON 


Bin -0’K: fi Fi ST. LOUIS 
_ eefe Fireproof Storage S92 Gene Were. 
KANSAS CITY ST. PAUL 
Central Storage Co. Central Warehouse Co. 
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PARCEL POST RATES 


The Trafic World Washington Bureau 


Postmaster-General Work has notified the Commission that 
his department, in conjunction with the joint commission on 
postal service, is about to embark on an investigation of the 
revenues and costs of performing parcel post service and ascer- 
tain the relation of the cost the parcel post service to the 
receipts and expenditures of the department. When those re- 
sults were known, he said, it would be his duty to present them 
to the Commission, so far as the parcel post matter is concerned, 
with appropriate recommendations for changes in rates on 
parcel post, as required by the act of 1912. Parcel post rates, 
he said, were based on cost studies based on the weighing of 
the mails in 1907, since which time the volume of parcel post 
mail and costs generally have greatly increased. 

The letter sent by Postmaster-General Work to the Inter- 
state Commerce Cammission, the Joint Postal Commission and 
the House committee on appropriations, relative to a revision of 
parcel post rates, follows: 


I am presenting to you for your information at this time 
some general facts regarding the parcel post system in its rela- 
tion to receipts and expeditures of the Post Office Department. 

The act of Congress amending the law with reference to mail 
matter of the fourth class and establishing what is commonly 
known as the “Parcel Post System” was passed August 24, 1912, 
(37 Stat. 537), and became effective January 1, 1913. 

The rates provided by the act were those finally adopted by 
the Congress based in a measure upon the estimates submitted 
by the Department as to what rates would be adequate to cover 
the cost of carrying and handling such matter in the mails. Those 
rates were based upon estimated cost per pound of transporting 
and of handling, respectively, fourth class mail matter under 
conditions existing during 1908-1911. As most of the expenses 
for conducting, the Postal Service are common to all classes of 
mail matter a estimated cost for carrying or handling the indi- 
vidual classes must be based upon apportionments of such com- 
mon expenses. Such apportionments may be made upon various 
ratios appligable to different expenditures and dependent upon 
the special elements involved. It is obvious that under these 
circumstances the relative weights of the several classes of mail 
matter and the relative number of pieces of such classes will 
have a radical effect upon those ratios and consequently upon 
the division of expenses to which they are applied. 


The weighing of 1907 (the results of which were used in the 
Department's estimate) showed that fourth class matter was 4.79 
per cent of the total weight of all mail matter. The inaugura- 
tion and development of the parcel post system has greatly added 
to the relative weight of what was then known as fourth class 
matter and has added a vast weight of other matter, such as 
farm and factory products and articles of general merchandise, 
which were not extensively carried in 1907. It is estimated that 
at present fourth class, or parcel post matter, is approximately 
60 per cent of the weight of the entire mails. It is obvious there- 
fore that in any ascertainment of cost per pound or unit of serv- 
ice made at this time fourth class, or parcel post matter, would 
be assigned a greatly increased proportion of common expenses. 

Not only have the conditions mentioned above changed, but 
the rates per unit of service for railroad transportation, espe- 
cially, and for all other transportation, generally, and the salaries 
of the postal employes in the field, including those in the post 
offices, the Railway Mail Service, and the Rural Delivery Service, 
have all been greatly increased in recent years and since the in- 
auguration of the parcel post system under the rates above 
mentioned. 


In the case of the pay for railroad mail transportation, the 
Interstate Commerce Commission’s order of 1919 increased those 
rates approximately 60 per cent. The salary legislation of Con- 
gress, including the acts passed during the war-period and the 
reclassification act, increased salaries very materially. The aver- 
age annual salary of assistant postmasters was increased from 
1913 to 1921, 65 per cent; those of supervisory employes and 
clerks in first and second class post offices, 36 per cent; those of 
carriers in the city delivery service, over 35 per cent; those of 
the division superintendents, Railway Mail Service, 40 per cent; 
those of assistant division superintendents, 60 per cent; those of 
chief clerks, Railway Mail Service, 66 per cent, and those of the 
railway postal clerks, 74 per cent. Corresponding increases were 
made in the average salaries of rural carriers. The importance 
of these increases will be realized when it is known that of the 
$522,980,808 of audited expenditures on account of the fiscal year 
1921, those for the services above mentioned aggregated 
$333,547,888. 

It is evident that in any estimate of cost of handling the 
several classes of mail matter these increases in cost per unit 
of service and in cost in the individual salaries of postal em- 
ployes would add materially to the cost of handling per pound, 
even if the relative weights and numbers of pieces of the several 
classes of mail matter had remained the same as they were in 
1907 and 1912. 

As the revenues received from parcel post matter are pro- 
duced by rates fixed by the act of 1912, then estimated to be little 
more than sufficient to cover the cost of performing the service, 
it is obvious that the revenue now received on such matter must 
be far below the actual and apportioned cost for that service 
under the conditions now existing. What that difference or loss 
in the aggregate is has not been definitely ascertained for the 
reason that the Department is not in possession at present of 
sufficient data as to weights, number of pieces, average hauls, 
and other elements necessary for use in apportioning common 
expenses, to enable it to reach an accurate conclusion. It can 
not be successfuKy controverted, however, that the loss is very 
great. 


The Department is proceeding, in conjunction with the Joint 
Commission on Postal Service, to secure the necessary, adequate 
data and to make an estimate, based upon existing conditions, as 
to the revenue derived from the several classes of mail matter, 
the cost of carrying and handling them, and the gain or loss per 
pound, respectively. When these results are known, it will be 
the duty of the Postmaster General to present them to the In- 
terstate Commerce Commission, so far as parcel post matter 1s 
concerned, with appropriate recommendation for changes in rates 
of postage thereon, as contemplated by the act of 1912 and the 
amendatory act (39 Stat. 431). 
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In reply to the letter Secretary McGinty of the Commission 
said the letter would be brought to the attention of the Com. 
mission, but that he understood that no action by the Commis. 
sion was desired until the proposed changes were submitted to 
it for approval. 


“In view of the fact that increased costs of handling parce] 
post mail necessitates a corresponding advance in parcel post 
rates, Postmaster-General Hubert Work is writing to a large 
number of parcel post users to get their views on the proposed 
change,” the Post Office Department announced this week. 

“Two remedies have been suggested: 1. To enact a serv. 
ice charge of one or two cents on each parcel mailed, regardless 
of weight or zone. 2. To readjust rates by weight and zone. 

“The replies which the Postmaster-General will receive from 
large users of parcel post are expected to carry weight with the 
post office department in its decision.” 


LOADING OF AGRICULTURAL PRODUCTS 


In an analysis of the extent to which car capacity was util- 
ized in 1921 and 1920 in loading the principal products of agvicul- 
ture, accompanied by charts, the car service division of the 
American Railway Association says it was shown that grain loads 
heavily and substantially utilizes the full carrying capacity of 
the cars; that flour, meal and other mill products, while phys- 
ically capable of similar heavy loading, in actual practice load 
much below the carrying capacity; that potatoes, although sus- 
ceptible to heavy loading, actually average a very light load, and 
that cotton, largely on account of the volume of low-density ship- 
ments, loads very light. 

The division says there was a substantial loss in average 
tons per car loaded in 1921 as compared with 1920, and in dis- 
cussing the effect of that loss in loading efficiency on railroad 
operating results, it said: 


It will be noted that the cars used in 1921 which need not 
have been used had the average loading in 1920 been maintained, 
runs as high as 18.6% of the entire movement in the case of flour 
and meal in the third quarter, and in the second and fourth quar- 
ters the percentage is almost as high. There was also a high 
percentage of cars used unnecessarily on the same basis in load- 
ing other mill products. The losses in other agricultural com- 
modities do not run comparatively as heavy but are considerable 
in the aggregate. 

The actual addition to operating expenses of the railroads by 
such reduced loading per car cannot be definitely determined, but 
obviously is an important factor. All of the commodities named 
average a relatively long haul and the general movement is from 
the West and South to the East and North. That is to say, this 
traffic moves largely in the direction of the prevailing loaded 
traffic movement of the country. Such conditions inevitably in- 
volve an empty car movement in the reverse direction to retum 
equipment to producing territory. Therefore, every car of agri- 
cultural products loaded to less than full carrying capacity in- 
creases the unproductive return empty mileage expense to the 
railroads. Estimating as accurately as possible the average 
loaded haul of the 129,413 cars that—on the basis of the previous 
year’s performance—were wastefully used, it may safely be said 
that over three million dollars were added to railroad operating 
expenses in 1921 by reason of these commodities alone being 
loaded lighter than in 1920. 








LOADING OF AUTOMOBILES 


The heaviest loading of automobiles in railroad freight cars 
ever known took place in April, 1922, according to circular CSD- 
106, sent to railroads by M. J. Gormley, chairman of the cal 
service division of the American Railway Association. The pul 
pose of the circular is to warn carriers to make as efficient use 
as possible of automobile freight cars. The circular follows: 


Figures reported by the National Automobile Chamber 0 
Commerce indicate that the factory shipments of automobiles fo! 
the first four months of this year, compared with last year, are 
as follows: 


Carloads Driveaways Boat 

1922 1921 1922 1921 1922 1921, 
January 15,357 6,485 7,479 3,185 143 93 
February 19,636 9,986 10,173 7,507 180 a 
March ...... 27,380 16,287 16,766 9,939 560 re 
VS eee *30,200 20,187 *22,500 14,197 *3,200 1,61: 


*Partly estimated. i 
On this basis it is estimated that 213,000 passenger cars ane 
trucks were produced by all makers in April. This would be an 
increase of 35% over April, 1921, and 24% over March, 1922. - 
The heaviest shipping previously recorded was in March, 1920, 
when 29,326 carloads and 57,273 driveaways and boat shipments 
were made, and approximately 220,000 cars and trucks produced. 
Thus April appears to have set a recrod for rail shipping, due t 
more adequate car supply, and is second in number of machines 
produced in one month. ’ 
In order that continued heavy production at automotive plants 
may be fully supplied with rail transportation it is highly im 
portant that: 
(1) Automobile cars be moved promptly, loaded or empty, t? 
owners or nearest automotive producing territory. J 
(2) Cars be not loaded with traffic which takes them out 0! 
route either to the owner or to the territory where this equ 
ment is required for automotive loading. : 
(3) Automobile cars be not loaded with commodities such 4 
cement, lime, plaster and other bulk freight that leaves a residue 
of dust in the car that will damage the finish of automobil’® 
when later used for that loading. Many hundreds of automobil 
cars have been rejected at automobile plants for this reason, an” 
in view of the generally ample supply of other suitable equ!P 
ment such service for automobile cars is not justified. ~ 
(4) Owners give such special attention as may be necessar 
to the repair of automobile cars to keep sufficient number ! 
service to supply demands. 
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Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS “NYANZA”’ From the Gulf, about May 20th 
SS “‘AGWIDALE”’ ‘ s¢ May 29th 
SS ‘*DELCO’”’ << « © Early June 


SS ‘“‘OSAGE”’ 


From the Pacific Coast, 1st half May 
SS ‘“‘REDHOOK’”’ 


2nd half May 


SS “ELDORADO” <‘* ‘¢ = “© Middle June 
SS ‘‘AGWIDALE” ‘* ‘¢ = ‘¢ «2nd half June 
SS ‘‘NYANZA”’ — MS “ ‘¢ ~~ Late June 
Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 


630 Common St., New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 50 Broad St. 
alveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 


NEW YORK-LOS ANGELES-SAN FRANCISCO 


PASSENGERS AND FREIGHT 


DIRECT SERVICE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 


one at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
ose de Guatemala and Manzanillo (Havana, Eastbound) 


S.S. ECUADOR sails from New York May 22nd 
S.S. SANTA ANA sails from San Francisco June 6th 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone. 
S.S. CUBA sails from San Francisco May 30th 
and Sailings about every 22 days thereafter 
PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California’St., San Francisco 
803 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 


San Francisco to H lulu, Yokoha Ko 
ono! “+ —— be, Shanghai, 


Passenger and soem Sellings by New and Luxurious U. S. 
Shipping Board Li 
S.S. President 0 Yeoter (ugdermee’..) Sails June 3rd 


S.S. President Wilson (.,{%m%,.-) sails June 24th 
S.S. President Lincoln (.,imt?,,..) sails July 22d 


and approximately every 21 days thereafter. 


San Francisco-M ANILA-Hongkong Service via Honolulu 


S.S. President Harrison (formerly “Wolverine State”) June Ist 
S.S. President Hayes (formerly “Creole State”) . . July 6th 
and every 35 days thereafter 

Threagh bills of lading issued to and from points beyond porte ef call 

For rates and other information apply to any railroad or tourist agency, ov te 
PACIFIC MAIL STEAMSHIP Co. 
18 Califerntn St. Sem ag - 10 Honever Square, W. ¥. 
Siananion yey oe 
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“Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


San F rancisco, Oakland 
Los Angeles, Portland, Seattle 


New York, ‘ieee 
Norfolk, Philadelphia 


Thru bills of lading to San Diego, Stockton and Sacramento, California; 
Astoria, Oregon; Tacoma, Washington; Vancouver, Victoria, 
C.; Hawaiian and Far East Ports. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices at ports of call, etc. 
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DOLLAR LINE 


Express Freight Steamers Monthly 


Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington), 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 


Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


DOLLAR STEAMSHIP LINE 


CHICAGO NEW YORK 
HARRIS TRUST BLDG. 11 MOORE ST. 
Central 0906 Bowling Green 6511 
BOSTON CLEVELAND 


111 SUMMER ST. BANGER BLDG. 
Beach 8130 Prospect 3583 
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PERE MARQ. BRANCH ABANDONMENTS 


The Trafic World Washington Bureau 


In two proposed finance reports, Examiner Haskell C. Davis 
has recommended to the Commission that certificates be issued 
authorizing the Pere Marquette to abandon its Freeport branch, 
which extends from a connection with the Detroit division of the 
applicant’s railroad, at a point near Elmdale station, in a gen- 
eral southerly direction to Freeport, Mich., a distance of 6.23 
miles, and also 19.67 miles of line from a point near White Cloud 
on its Grand Rapids-Petoskey line, to a point in Big Rapids, 
Mich. 

Objection to the abandonment of the Freeport branch was 
made by shippers and citizens of Freeport and vicinity. A 
hearing was held by the Michigan commission for the Commis- 
sion in the matter. Freeport has a population of 398, according 
to the 1920 census, the examiner said. In the thirty months be- 
ginning January 1, 1919, and ending June 30, 1921, the Michigan 
commission, in a case involving application of the company to 
reduce train service, found a deficit of about $30,000. The exam- 
iner said if the freight revenues were allocated to the branch 
on a mileage prorate basis the total deficit would have been 
$67,222.31. 

The protestants asserted that the proposed abandonment 
would result in great loss and damage to a large number of 
people; that farmers would be required to make longer hauls 
to a railroad station; that the value of farm lands would be 
greatly depreciated; and that the Freeport merchants would 
lose the farmers’ trade, because the latter would buy at the 
points where they sold their products. 

“If this branch were abandoned,” the examiner said, “the 
distance from Freeport to a railroad station would be 6.23 miles, 
All the farmers in the surrounding country are located within 
nine miles of either. 

Hastings or Alto, which towns they can reach by means of 
the improved highway which runs from Alto to Hastings through 
Freeport. Both of these towns have railroad facilities. The 
length of haul does not appear to be a controlling factor in de 
termining where farmers will do their shipping. It appears that 
this depends upon the price paid for their products. If prices 
ure higher at Alto or Hastings than at Freeport, they haul to the 
former towns. There are a number of farmers’ co-operative asso- 
ciations in the territory tributary to this branch line, one of 
which has its headquarters at Freeport. It is stated that if a 
man is a member of a farmers’ co-operative association with 
headquarters at some other town than Freeport, he hauls to 
that town, regardless of distance.” 

The examiner doubted that there would be little, if any, 
depreciation in the value of farm land because of the number 
of improved highways and the development of motor transporta- 
tion. He said while the proposed abandonment might result in 
diverting some business from Freeport, it was probable that that 
would be largely controlled by the question of prices. He said 
it appeared that the line has not been and cannot be operated 


except at a large loss and that the public need of the service 
was small. 


Protest also was made against the proposed abandonment 
of the White Cloud-Big Rapids line of 19.67 miles. The deficit on 
this line for the period January 1, 1919, to June 30, 1921, was 
$66,584.29. The protestants said the territory traversed by the 
line was in the transition period between the timber and lum- 
bering industry and the development of an agricultural country. 
Tt was also claimed that the land would depreciate in value if the 
line were abandoned. It was further claimed that the manufac- 
turers and citizens of Big Rapids, which has a population of 
4,558, would be seriously inconvenienced and injured and that 
the Pere Marquette System as a whole operated at a profit in 
1921 and that if better service were given over the line in ques- 
tion increased business could be developed. 

The examiner, after pointing out that Big Rapids is served 
also by the Pennsylvania and that Woodville, an unincorporated 
community of approximately 100 population, about nine miles 
from White Cloud, would be the only place left without railroad 
facilities by the proposed abandonment, said it appeared reason- 
ably clear that the manufacturing and business interests at Big 
Rapids would not be substantially injured by the removal of the 
line. 

“It is reasonably apparent,” said he, “that this line cannot 
develop sufficient traffic to pay its operating expenses, and that 
there is small public need for the service that it renders. At 
present the losses from operation approximate $2,000 a month 
and if the line is to continue in service there is imperative need 
that it be reconstructed at an estimated cost of at least $100,000.” 


MORENCI SOUTHERN ABANDONMENT 


The Commission has issued a certificate authorizing the 
Morenci Southern Railway Company to abandon its 36-inch 
gauge line, extending from Guthrie to Morenci, in Greenlee 
County, Arizona, a distance of about 18 miles, as to interstate 
and foreign commerce. No objection to the proposed abandon- 
ment was made. Morenci, served only by the line, will be left 
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without service, but the Phelps-Dodge Corporation, the only 
commercial shipper in the community, assented to the abandon. 
ment. That company proposes to take over and operate as ap 
industrial track that portion of the line extending from Morengj 
for a distance of about 5 miles, where it connects with the 
Shannon Arizona Railway, thus giving it an outlet for its pro. 
duction, the Commission said. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order, in 
the period May 1-8, was 353,239 as compared with 371,538 in the 
period April 23-30, according to the weekly report of the car 
service division of the American Railway Association. The sur. 
plus of coal cars dropped from 235,077, in the period April 23. 
30, to 226,276, in the period May 1-8. The average daily short- 
age was 1,287 cars. 

The average daily surplus was made up as follows: Bory, 
81,200; ventilated box, 3,961; auto and furniture, 1,443; total 
box, 86,604; flat, 6,016; gondola, 114,960; hopper, 111,316; all 
coal, 226,276; coke, 5,850; S. D. stock, 12,764; D. D. stock, 1,333; 
refrigerator, 9,316; tank, 516; miscellaneous, 5,064; total, 353,239, 

The average daily shortage of 1,287 cars was made up of 
483 box, 7 flat, 787 coal, 8 refrigerator, and 2 miscellaneous cars, 

' Bad order cars on May 1 totaled 327,704 out of a total of 
2,274,240 cars on line. The percentage of bad order cars was 
14.4 per cent as against 13.9 per cent on April 15. 


BANGOR & AROOSTOOK ABANDONMENT 


The Bangor & Aroostook Railroad Company has obtained 
authority from the Commission to abandon, as to interstate and 
foreign commerce, 8.85 miles of branch line in Piscataquis 
county, Maine, from a point near Brownville Junction to Katah- 
din Iron Works. The iron industry was abandoned in 1890, but 
woods operations have been conducted at the station for many 
years, but most of the logs were floated down Pleasant River, 
producing no rail traffic, the Commission said. The company 
estimated that abandonment would enable it to effect an annual 
saving of $4,736.40. In a letter to the chairman of the Maine 
commission, the company promised to operate the line to the 
iron works station until the regular time-table change was made 
this fall. At that time operations will be abandoned north of 
Brownville Junction, it said, but the rails will not be taken up 
until 1923, provided conditions then are the same as now. 


PETITIONS FOR REHEARING, ETC. 

The Director-General has asked the Commission to grant 
further consideration and a further hearing in No. 12275, Cen- 
tral Wisconsin Supply Co. vs. Director-General et al. 

A rehearing has been asked by the Director-General in No. 
11934, 42tna Explosives Co., Inc., vs. Chicago & Eastern Illinois, 
Director-General et al., and No. 11951, Same vs. Missouri Pacific, 
Director-General et al. 

The Western Union Telegraph Company has filed petitions 
asking permission to intervent in and become a party to Valua- 
tion Docket 228, in the matter of the tentative valuation of the 
properties of the Mineral Range Railroad Company, and the 
Hancock & Calumet Railroad Company, and Valuation Docket 
233. in the matter of the tentative valuation of the properties 
of the Williamson & Pond Creek Railroad Company. 


STATE AND INTERSTATE COMMISSION CO-OPERATION 


John E. Benton, general solicitor for the National Associa- 
tion of Railway and Utilities Commissioners, has received let: 
ters from the commissions of the states of Georgia, Iowa, Mis: 
sissippi, Missouri, Oklahoma, Pennsylvania, Texas, and Virginia, 
expressing approval of the plan of co-operation prepared by the 
joint committee of the I. C. C. and the state commissions. Cop 


ies of the letters have been sent to Chairman McChord of the 
Commission. 


ILLINOIS APPEAL DISMISSED 

On motion of the Illinois Commerce Commission, submitted 
through Bruce Scott, of counsel for the western carriers, the 
Supreme Court of the United States this week dismissed the 
appeal of the state in the Illinois intrastate freight rate case. 
Mr. Scott made the motion at the request of the state author! 
ties. This was another step in untangling the intrastate rate 
situation in Illinois. The next step will be to close the matte? 
up in the Illinois courts. 


CHANGES IN DOCKET 

Hearing in 13403, Globe Rendering Co. vs. Director-General, 
assigned for May 15 at Chicago, was reassigned for May 16 al 
Chicago before Examiner T. J. Butler and then postponed. 

Hearing in 13496, National Brick Co. vs. Director-General, 
Cc. Cc. C. & St. L. et al., assigned for May 16 at Chicago, was 
cancelled. 

Hearing in 13648, Lehigh Portland Cement Co. vs. Director 


General, and Ill. Cent., assigned for May 19 at Chicago, was 
cancelled. 
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To St. Louis and Kansas City = i 
Th oor 8 "f | f. su vstsana Memphis Traffic Representatives: 
e Temple @ Py WACO C. M. Fish, 


Traffic Manager, 
Laredo, Texas 
To New ee W. C. Beaman, 
e Asst. Traffic Manager, 
Laredo, Texas 


J. P. Craven, 
General Agent, 


Laredo, Texas 
C. W. Fish, 


Foreign Freight Agent, 















Texas Mexican 
Railway Company 


HOUSTON <-~ 





916 Chemical Building, 


Za Z St. Louis, Mo. 


SAN ANTONIO 4 : 7 
a ZZ oo Mr. Consignee: 
> is jbsGi o °  Ixtle, Sisal, Hides, 
i vi 
2G 





Skins and Hair, Metals 
(Silver, Copper, Lead and 
Zinc), Arsenic, Turpentine, Can- 
delilla Wax, Pecans (in season), 
Rubber (Crude), Coffee, Beans, Baskets, 


>» Minera 


. é: BOY, Pottery, Bones, Sarsaparilla Root, Manganese 
ms FSse =e) Ore, Rope and Twine, Garlic, Mercury and 
4 feo \ eae | Crude Petroleum are the chief articles of im- 
od salience wna a portation from Mexico. These articles when 


imported are shipped to various points in the United States, and some to European destinations. 


There is usually a supply of Ixtle in storage at Laredo ready for immediate shipment. Should 
you be interested, write or wire us and we will be pleased to put you in touch with the shipper. 


Should you be in the market for any of the other articles mentioned above, let us know. 
Do not hesitate to avail yourself of our service. The Texas Mexican Railway Company pays us 
to render you this service. The only cost to you will be a two cent stamp to mail your letter. 


C. M. FISH, Traffic Manager. 








Consult us regarding your 


WAREHOUSING 
—_ STORAGE 
ol DISTRIBUTION 


With 
Boston and 


Maine | Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 












Total General Storage Capacity 
10,329,000 Cubic Feet 


oT 

Wharfage and Dockage CONSTITU- 
Free Stores S Direct 

Customs Bonded Stores wo Union 
Internal Revenue Bonded Stores Roeet 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
at ay meg We do not desire to take the place of the traffic man but to 

Ip him in his work. Persons desiring immediate answer by mail or 
| wire or a more elaborate treatment of any question—by the citation of 
} authorities in a legal opinion, for instance—may obtain this kind of | 

private service by the payment of a reasonable fee. The right is re- 

served to refuse to anewer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

Traffic Bw t+ - ‘orooretin.. Colorado Building, Washington, D. C. 








(ee 








een 
Liability of Purchaser Under Judicial Sale for Obligations of 
Former Corporation 


Pennsylvania.—Question: What responsibility and liability 
as to payment of a straight overcharge claim, also interest, lies 
with a carrier which is a successor to a prior company, which 
was sold under foreclosure and reorganized? 

We will name the original railroad, the A and B Railroad 
Company. Within the life of that company a shipment origi- 
nated on its lines, moved in interstate commerce, in connection 
with other lines, and was delivered and charges paid, but such 
charges were in excess of the legal published tariff rate. Claim 
was filed with the A and B Railroad Company and investigation 
was very badly delayed; in fact, for some years it was not pos- 
sible to get settlement, and, as a matter of fact, the settlement. 
has never been received. 

Subsequent to the filing of the claim the A and B Railroad 
Company went into the hands of a receiver, was finally sold 
under foreclosure, and a new organization took it over, which 
is now known as the A and B Railway Company. 

Now our question goes to the liability of the A and B Rail- 
way Company for payment of the overcharge claim originally 
filed with the A and B Railroad Company. They disclaim lia- 
bility, both as to principal and interest of the overcharge claim. 
We are unable to find any case just like it, but it is our opinion 
the succeeding company, even though a new one, has an obliga- 
tion so far as overcharge claims are concerned, to adjust this 
claim, which was filed with the old company (now out of busi- 
ness). This especially so, in that other common carriers par- 
ticipating in the traffic are still going concerns and liable for 
their portion, if any, of the overcharge. Kindly give us your 
opinion on this, with any reference that might be. pertinent. 

Answer: It is well settled that where the property and 
franchises of a railroad company are sold at a judicial sale the 
purchaser takes them free from liability for the company’s per- 
sonal contracts, unless he assumes liability or unless it is im- 
posed by statute, or by the decree under which the sale is made. 
Section 367, 22 Ruling Case Law. 

In Wiggins Ferry vs. Ohio, etc., R. Co., 142 U. S. 396, the 
court said: “It is a well-established practice that the mere pur- 
chase of a railway under a foreclosure sale by a new corpora- 
tion does not of itself make such new corporation liable for 
the obligations of the old one.” However, as in accordance 
with the opinions of the Interstate Commerce Commission, each 
and every participating carrier in a joint rate is jointly and 
severally liable, recovery could have been had against one of 
the other carriers over which the shipment moved had a com- 
plaint been filed with the Interstate Commerce Commission. 


Freight Charges—Collection of from Consignee 


Ohio.—Question: In view of the fact that the law imposes 
upon the carrier the duty of collecting all lawful charges, what 
would be your opinion as to the legality of the recourse clause 
provision in the present bill of lading as a contract relieving 
the consignor of payment of freight charges in case the carrier 
made delivery without collecting full charges and the consignee 
has subsequently became insolvent? 

Answer: In the past the courts have, as a rule, held that 
the consignor, as the party with whom the contract of carriage 
was entered into, was primarily liable for the freight charges 
regardless of stipulations therein respecting the payment of 
the charges by the consignee or of the fact that the shipment 
was delivered without collection of the freight either through 
error or through the extension of credit to the consignee. It 
is true, however, that the provisions formerly -carried in the bill 
of lading regarding payment by the consignee of freight were 
not as definite and certain as they are under the present provi- 
sions, whereby the consignor may stipulate that the shipment 
is not to be delivered without collection of the freight charges 
thereon, but nevertheless, in the event the consignor’s stipula- 
tion is disregarded and delivery is made without the collection 
of the freight charges from the consignee or the full amount 
thereof is through error not collected at time of delivery, it is 
in our opinion questionable whether the courts will hold out 
that the consignor is not liable therefor, in the first instance, 
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particularly if collection cannot be made from the consignee 
through suit, or in any event in the case of undercharges. 


Notice of Claim on Shipment of Coal 


Ohio.—Question: In filing claims for loss and damage to 
shipments of coal, the writer has always contended that the 
filing of said claims does not come under the rules and condi- 
tions of the uniform bill of lading, as to the statute of limita- 
tions, of having to file claims within a period of six months, 

It is just recently that several of the freight claim agents 
of three of the largest trunk lines have taken the same view, 
while other freight claim agents of some of the smaller carriers 
still decline the handling of similar claims, stating that said 
claims come under the provisions of the uniform bill of lading 
and that said claims have to be filed within six months’ period 
as provided on said bill of lading. 

One of the freight claim agents of one of the largest lines 
put the question up to their legal department for a decision, and 
their attorneys decided in line with the views of the writer. 
However, I have been unable to find out on just what authority 
said attorneys based their decisions. 

What I would like to know is, if you could give me some 
authority for such a decision. The only argument used as au- 
thority by the writer is the fact that coal is shipped under the 
provisions of a special coal tariff and moves from the mines 
on cards known as “mine cards” or “scale cards,’ and is not 
shipped on a bill of lading. 

Answer: We are not aware of any decisions of the courts 
which hold that it is not a condition precedent to the bringing 
of a suit for loss of or damage to shipments of coal that a claim 
be filed within the time prescribed in the uniform bill of lading. 

If no bill of lading is issued, there is no written instrument 
carrying an agreement on the part of or a notice to the shipper 
that claim or notice thereof must be filed within a stated period 
of time as a condition precedent to the filing of a suit, but inas- 
much as the bill of lading form is contained in the classification 
filed with the Interstate Commerce Commission and such classi- 
fication is referred to in the tariffs naming rates on Coal, it 
would appear that the terms and conditions of the bill of lading 
would govern such shipments, regardless of the fact that a bill 
of lading was not issued. 


(1) Suit—Time Within Which to File. (2) Notice of Claim— 


Necessity for Filing Under Provisions of Cummins Amend- 
ment 


Illinois —Question: We note your answer to “Minnesota” 
under question of “Suit—Time Within Which to File,” as quoted 
on page 958 of April 29 issue of The Traffic World. Are we to 
understand that you consider unreasonable delays an exception 
to the rule requiring the filing of claims as a condition precedent 
to the institution of suit, also that suits can likewise be brought 
subsequent to the expiration of two years and one day after de- 
livery of the shipment? 

Our reason for this inquiry is due to our recently having 
learned that certain interests are soliciting and advocating the 
filing of claims and institution of suits in connection with any 
delayed delivery of shipments of sugar moving between the 
period of deflation, May 1, 1920, to December 31, 1920. 

It is somewhat of a mystery to us as to how such claims 
can be legitimately maintained or prosecuted in the absence of 
previous notice having been rendered the carriers or claims 
having been filed within six months after date of delivery. 

Possibly this contention may be supported by the claimant 
maintaining that the loss was due to delay while the shipment 
was being loaded or unloaded and, in the absence of the ship- 
ment having suffered any apparent damage in transit, would it 
not be incumbent upon the claimant under such contentions to 
eventually prove that the delayed delivery arose out of possible 
delay in unloading by the carrier and where carload shipments 
are not loaded by the carrier, you can conceive how it can 
be possible for a claimant to prove such allegations. 

In further support of the contention of the interests solicit- 
ing the filing of these claims, it is maintained that they are 
not only able to successfully prosecute these claims, but have 
actually prevailed on a number of carriers to voluntarily concede 
settlement. 

Answer: (1) Our answer to “Minnesota” has reference to 
the time within which a suit may be brought for loss of or dam- 
age to a shipment and not the necessity for the filing of a claim 
or notice thereof as a condition precedent to the bringing of 
a suit for damages. As we stated therein, in accordance with 
the holding of the court in the Ellis case, under the form of 
bill of lading in use at the time the shipment was offered for 
transportation, that is, prior to the order of the Commission i 
the Decker case, 55 I. C. C. 453, a suit is barred unless brought 
within two years and one day after delivery of the shipment. 

(2) With respect to the question of the filing of a claim o 
notice thereof as a condition precedent to the bringing of a suit 
for unreasonable delay in transit, there is considerable uncer 
tainty as to whether or not under the proviso in the Cummins 
amendment, as incorporated in the bill of lading, and quoted be 
low, a claim or notice thereof must be filed. In several cases 
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SAY IT WITH FREIGHT 


Lackawanna 
Railroad 








If you want your freight transported with care and 
celerity consign it via the Lackawanna Railroad, “mile 
for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 
or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 
wanna Railroad, 90 West St., New York City. 


NEW CARGO FACILITIES 


The PORT OF TACOMA announces the letting of 
the contract for the construction of its SHED No.1 on 


PIER TWO. 


| 
| 
This FIREPROOF structure will be 1040 ft. by 180 ft. 
in size and should be in operation by January, 1923. 

| 


Shippers of general cargo may then partake of the 
service that has made PIER ONE the most popular and 
efficient ocean terminal on Puget Sound. 


612 Tacoma Building 
Tacoma, U.S.A. 


| 
PORT OF TACOMA 
| 





1126 


it has been held that this clause made unnecessary a claim for 
loss of, damage or delay to a shipment. See Hailey vs. O. S. L., 
253 D. 569; Mann vs. Transportation Co., 96 S. E. 731; Talbot 
vs. Payne, 111 S. E. 328; Hunt vs. Hines, 223 S. W. 798, the 
latter case covering an action for unreasonable delay. 

The proviso referred to above reads as follows: “Provided, 
however, that if the loss, damage or injury complained of was 
due to delay or damage while being loaded or unloaded or dam- 
aged in transit by carelessness or negligence, then no notice of 
claim nor filing of claim shall be required as a condition prece- 
dent to recovery.” 

The proviso is exceedingly obscure in its meaning and just 
what classes of claims it covers is difficult indeed to determine 


and this is the reason, no doubt, for the manner in which it has 
been construed by the courts. 


Freight Charges—Liability of Consignee Therefor Where Goods 
Are Subsequently Rejected 


Ohio.—Question: Recently we have been receiving a num- 
ber of cars, particularly coal and scrap, on which we do not 
receive shipping notice or invoice from the shipper. On account 
of different grades of materials we must know what is in the 
car, and we also check weights before unloading. 

Now the railroads in practically all cases, have furnished 
us with delivery receipts showing the proper information, such 
as shipper, point of origin, car number, contents, but the ship- 
per is a broker or a middleman whom we do not know. We 
do not wish to reject the cars, so they may be held six or seven 
days before shipping notice or invoices are received from the 
person we purchased from. Of course, demurrage will begin 
after 48 hours from constructive placement. 

The point in question is this: After such cars have remained 
in our plant for six or seven days, can we then reject them and, 
if so, will the railroads allow the inbound freight charges, to- 
gether with the demurrage, to follow the car? 

If they are required to accept such rejected cars, can they 
require us to guarantee the inbound freight and demurrage 
charges? We have looked through several legal books on this 
subject, but are unable to locate any information. 

Answer: While there is no contractual relation between 
the carrier and the consignee by the mere designation of the 
latter as consignee, which obligates him to receive the goods 
or to pay the freight charges, the receipt of the goods by the 
consignee constitutes an implied promise to pay the carrier the 
freight charges thereon. 

If you, to all intents and purposes, accept the cars from the 
carrier by permitting same to be placed at your plant and hold 
them for a period of six or seven days, while as between you 
and the seller you may, under the contract of sale, have the 
right to reject the goods, we do not believe that you can impose 
upon the carrier the obligation of collecting the freight charges 
from the consignor, even though the consignor is primarily liable 
therefor. 

Carload vs. Less-than-Carload Shipments 


Alabama.—Question: Referring to your answer to Mas- 
sachusetts, under heading: ‘“Carload vs. Less-Than-Carload Ship- 
ments,” appearing on page 900 of your April 22nd issue. 

There has always been misunderstanding in the applica- 
tion of Section 1 of Classification Rule 15. I have seen numer- 
ous instances where railroad agents have protected L. C. L. 
rates, after arrival at destination on shipments tendered as car- 
load shipments at origin, where it was found that L. C. L. 
charges would be cheaper. Practically every railroad agent in 
this section of the country has the idea that a charge for an 
L. C. L. shipment must not exceed the charge for a carload 
shipment, and that the charge for a carload shipment must not 
exceed that for an L. C. L. shipment. 

These agents overlooked two simple words contained in 
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Rule 15, which aparently were also overlooked by your corre. 
spondent. The two words are “fully loaded.” 

Under Rule 15 if a shipper tenders a shipment as a carload 
(furniture for instance) and it is found that I. C. L. rate is 
cheaper, the latter rate can be protected, provided the car is 
fully loaded, which I understand to mean loaded to visible car- 
rying capacity. 

Answer: We differ from you in your construction of Rule 
15 of the Consolidated Classification if, as we understand your 
letter, you construe it to authorize the application of the less- 
than-carload rate to a shipment tendered as a carload shipment, 
Our opinion, as set forth in our answer to California on page 
504 of the March 4, 1922, issue, is that while the rule authorizes 
the application of the less-than-carload rate to a shipment ten- 
dered as a less-than-carload shipment, even though it fills the 
car, it does not authorize the application of the less-than-carload 
rate on a carload shipment, that is a shipment tendered and 


accepted as a carload shipment, as distinguished from a less- 
than-carload shipment. 


Reparation—Can Only Be Made on Order of Commission 


California.—Question: Does award of reparation by the In- 
terstate Commerce Commission to one shipper automatically au- 
thorize reparation to other shippers, on similar movements 
during the same period? 

As a matter of explanation: on cement moving from Cali- 
fernia points to Phoenix, Arizona, for county road work there 
has been assessed a rate of 40 cents per cwt. (the published 
rate). The county now has a complaint before the Commission 
asking for reparation to 34 cents per cwt., the rate subsequently 
established. We have also had movements of cement from the 
same origin to same destination during the period covered by 
their complaint. We are not a party to this complaint. 

Should the Commission award reparation to the county 
would this automatically make such award to us also covering 
our shipments of cement, or will it be necessary for us to han- 
dle further with the Commission before the carriers would refund 
to us? 

Answer: Conference Ruling 220 (d) of the Interstate Com- 
merce Commission covering this matter reads as follows: “No 
carrier May pay any refund from its published tariff charges 
save with the specific authority of the Commission in accordance 
with the provisions of the act. When an informal or formal 
reparation order has been made by the Commission the principle 
upon which it is based shall be extended to all like shipments, 
but no refunds shall be made upon such like shipments except 
upon specific authority from the Commission therefor. (See 


rulings 49 and 200c; also Bergerman vs. A. T. & S. F. Ry. Co, 
U. R. Op. 2132.) 


LONG ISLAND EQUIPMENT BONDS 
The Long Island Railroad Company has applied to the Com- 
mission for authority to issue $980,000 of 10-year 6 per cent 
equipment trust obligations to the American Car & Foundry 
Company for the purchase of fifty steel passenger cars, of which 
forty are steel motor cars, which will cost $1,226,175. 


NEW GEORGIA RAILROAD CORPORATION 

A certificate authorizing the Georgia, Ashburn, Sylvester & 
Camilla Railway Company to acquire and operate a line of rail- 
road extending from Ashburn to Camilla, Ga., a distance of 51 
miles, has been issued by the Commission. The line was for- 
merly operated as a part of the Hawkinsville & Florida South- 
ern. The receiver of that company abandoned operation in the 
fall of 1921. The applicant was organized to take over the line 
in question, the receiver having fixed the sum of $125,000 as 
the upset price for the portion of the line to be operated. The 
Commission said the new company should have the opportunity 
to undertake operation of the property. 





Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


May 23—Cleveland, O.—Examiner Agate: ' os 

* Finance Docket 2354—In the matter of the joint application of the 
Cleveland Union Terminals Co. for authority to issue common cap- 
ital stock and first mortgage bonds; and of the N. Y. C. R. R. Co., 
ccc. @& St. . Ry. Co. and N. ¥..C. & St. L. R. R. Co. for au- 


thority to assume obligation and liability as guarantors, in respect 
of said bonds. 


May 23—Augusta, Me.—Public Utilities Commission of Maine: 
Finance Docket 2313—Application of Eastern Maine R. R. for cer- 
tificate of public convenience and necessity. 
Finance Docket 2314—Application of Eastern Maine R. R. for au- 
thority to issue securities. 
Finance Docket 2315—Application of Mattawamkeag & Eastern R. R. 
for certificate of public convenience and necessity. 


Finance Docket 2316—Application of Mattawamkeag & Eastern R. R. 
for authority to issue securities. 
ee SP hspeneont at Washington, D. C.: 


enn Bridge Supply and Lumber Co. vs. Director Gen- 
eral. 


12489—Refinite Co. vs. Director General and C. B. 


& Q. 
—— & Co., Inc., of Oklahoma, vs. Dita enced, I, C. 
al. 


et 
we Fred York, N. Y.—Examiner Quevedo: 


00—The American Agricultural Chemical Co. et al. vs. Director 
General. 


13423—The American Agricultural Chemical Co. et al. vs. Director 
General. 


May 24—Danville, Ill.—Examiner Worthington: 


13521—Pfitzemayer Construction Company vs. Director-General, N. 
¥. €.. of al. 


May 24—Kansas City, Mo.—Examiner Keeler: 


1. and S. 11—Wasteful service by tap lines—Prescott & Northwest- 
ern R. R. Co. and Ouachita & Northwestern R. R. Co. 


May 3 





Port Ati 


Gulf of 4 








Rand Mc 








rre- 


load 
e is 
r ip 
car- 


Rule 
your 
less- 
ent, 
page 
"izes 
ten- 
the 
‘load 
and 
less- 


e In- 
Y au- 
lents 


Cali- 
here 
ished 
ssion 
ently 
1 the 
d by 


yunty 
ering 

han- 
efund 


Com- 

“No 
arges 
dance 
ormal 
nciple 
nents, 
xcept 

(See 
r. Co, 


Com- 
> cent 
undry 
which 


ster & 
of rail- 
. of 51 
as for- 
South- 
in the 
he line 
000 as 
|. The 
rtunity 


— 
rn R. R. 
or Gen- 
al, I. C. 


Director 


Director 


eral, N. 


rthwest- 


May 20, 1922 THE TRAFFIC WORLD 











i 


PAGE & JONES 


MOBILE, ALABAMA 
TVA 7 7] 


ea%,, 
FS ~ ABACO 
. os" % 


*, ral eaas 1. 
Ms BAHAMA 





AUSTIN. 






\ od 
Hove 









redo. J corpus Christi 







Coma ad 


GULF 


a Brownsville 

























































Cat L.Qe §. Watuine on 
a © “San Satvavor 1. i Tropic oF CANCER 
ISLANDS 
Acxix 12 e:. edlakicuax 1. | 
N) 5 ‘Nag @ NORTH Caicos ) 
Uy» ose (RRITISH) <> 
. e* | od 
2! 
Nonipmeintp —_\tangsco | 
QaKeca: / Aiktospatep a ‘ 
Ries an Meeps re. 
| Port Ange b SEA WINDWaRD 
P MINICA 
Ton panteP t thy 49° » YDo 
—— a Bente ame & Fort pe FRANC po Mabrisigue 1(ke) | 
San Jost ee ly o ANTILLES Qoriucia IsLanns 
gy 8t-Vincentg & BARBADOS I 


g? GRENADINES IS._¢ NBRIDGE TOWN 


.¢) (Br.) eo” 






' a 
Koncador IB Rrra, x 
PUERTO CoLomsp 


CARTAGENAS 






Pra. Art x 3 %, ‘ GULF 
rh ee) as) 
nico > ev " 
Guts of Mira : 














‘TH OF THE 
DRINOCO RIVER 


Cocos 1. 
to) 
(Cc. B.) 
| Tolim 


8,210 feet £4! 
Malpelol.e Buenaventurass 
(Co}.) 








Rand McNally & Co. 





WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, 
Martinique, Barbados, Trinidad, Curacao; also North Coast 
South America, including Colombia; also Mexican ports 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 








Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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May 24—New York, N. Y.—Examiner Quevedo: 
13582—General Chemical Company vs. Director-General. 


May 24—Chicago, Ill—Examiner Butler: 
13551—J. D. Hollingshead Company vs. N. Y. C. R. R. 
=e D. Hollingshead Company vs. Deering Southwestern Ry. 
et al. 


ey 24—Houston, Tex.—Examiner Fuller: 
652—William D. Cleveland & Sons et al. vs. Beaumont, Sour Lake 
& Western Ry. Co. et al. 


May 24—Argument at Washington, D. C.: 
11965—Galveston Commercial Assn. et al. vs. A. & V. et al. 
12100 Beaumont Chamber of Commerce vs. Director General, Beau- 
mon Wharf & Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Di- 
rector General, Beaumont, Sour Lake & Western et al. 
12982— Weatherford, Crump & Co. vs. Abilene & Southern et al. 


wey 24—Saginaw, Mich.—Examiner Gaddess: 

41i1—Saginaw Milling Co. et al. vs. Director General, Pere Mar- 
quette Ry. et al. 

Oe ne. Ala.—Examiner Cassidy: 
74—W atters-Tonge Lumber Co. vs. Director General, South Geor- 
gia Ry. et al. 

13624—Watters-Tonge Lumber Co. vs. Director General, Alabama & 

Northwestern R. R, et al. 


oy 24—Kansas City, Mo.—Examiner Keeler: 
24—Oakdale & Gulf Ry. Co. 
May 25—Chicago, Ill—Examiner T. J. Butler: 
d and S. 1543—Binder twine from trunk line territory to western 
destinations. Such fourth section departures as may exist. 


Soy 25—New York, N. Y.—Examiner Quevedo: 
593—The Wheatena Company vs. Director-General, P. R. R., et al. 
13592—Raritan Aniline Works vs. Director-General, C. R. R. of N. J. 


May 25—Birmingham, Ala.—Examiner Cassidy: 
13612—J. R. Thames vs. Sou. Ry. et al. 
13621—Fies & Sons vs. Gireuter-Generel. 


May 25—Detroit, Mich.Examiner Gaddess: 
13637—Alfred T. Wagner vs. Director-General, Pere Marquette, et al. 


May 25—Houston, Tex.—Examiner Fuller: 
13486—Division of traffic between the Gulf & Northern Railway 
Company and its connections. 


a 25—Argument at Washington, D. C.: . 
12344—Canby Milling Co. vs. C. St. P. M. & O., Director General 


et al. 

12890—Standard Oil Co. (Calif.) vs. Director General, Amador Cent- 
ral et al. 

13063—Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., et al. 
vs. Director General and Sou. Pac. 


May 25—Washington, D. C.—Examiner Hartman: 

Valuation Docket No. 144—In re tentative valuation of the properties 
of Green Bay & Western R. R. Co., The Kewaunee, Green Bay & 
Western R. R. Co., and Ahnapee & Western Ry. Co. 

May 25—Washington, D. C.—Examiner Kelley: 

Valuation Docket No, 152—In re tentative valuations of the prop- 
erties of the C. R. I. & P. Ry.; Keokuk & Des Moines Ry. Co.; 
Choctaw, Oklahoma & Gulf R. R. Co.; Rock Island, Arkansas & 
Louisiana R. R. Co.; St. Paul & Kansas City Short Line R. R. 
Co.; Stuttgart & Southern Ry. Co.; Rock Island Memphis Ter- 
minal Ry. Co.; the Peoria & Bureau Valley R. R. Co.; White & 
Black River Valley Ry.; Chicago, Rock Island & Gulf Ry. Co.; 
a: ato Ry. Co., and Chicago, Rock Island & Pacific 

» » Co. 
May 25—Seattle, Wash.—Examiner Keene: 

1. and S. 1507—Packing requirements, estimated weights and weigh- 
ing of eastbound transcontinental deciduous fresh fruits. 

May 25—Kansas City, Mo.—Examiner Keeler: 

13644—Muncie Sand Co. vs. Director General, 

ee Iron Works, Inc., vs. Director General, K. C. S. Ry. 
et al. 

May 26—Washington, D. C.—Examiner Pitt: 

Fourth Section Application No. 12169, of B. R. & P. Ry., Nos. 1625, 
1774, 1775, 1776, of C. C. McCain, agent, and No. 1787, of the Erie 

R., and all other applications protecting fourth section de- 
partures in rates on brick and other clay products from, to and 
between points in said territories. 

oy 26—Birmingham, Ala.—Examiner Cassidy: 
649—J. R. Thames vs. Alabama & North Western R. R. et al. 
* 13728—J. R. Thames vs. Ala. & N. W. et al. 
May 26—New York, N. Y.—Examiner Quevedo: 
13491—The Fairbanks Company vs. Boston & Albany R. R. et al. 
13508—B. Lissberger & Company et al. vs. P. R. R. et al. 
May 26—Chicago, Illinois—Examiner Butler: 

1. and S. Docket | eres and reconsignment regulations at 

stations on the St. L.-S. F. Ry. 
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May 26—Argumé.:t at Washington, D. C. 
13339—Minnesota Steel Co. vs. Director ‘General and D. M. & N. 
12799—Board of Commissioners of the port of New Orleans ys, 
Director General. 

12799 (Sub. No. 1)—Doullut & Williams Shipbuilding Co., In 
Director General. 

13005—Weirton Steel Co. vs. Monongahela Ry. et al. 


wer 26—San Francisco, Calif.—Examiner Pattison: 
588—Western coal rates. 


“ 26—Kansas City, Mo.—Examiner Keeler: 
271—M. L. Butcher vs. Director General, A. T. & S. F. et al. 
13578—Peycke Bros. Commission Co. et ai. vs. Director General. 
May 26—Davenport, Iowa—Examiner Worthington: 
8457—The American Stockmen’s Supplies Association vs. C. R. 1 
et al. 


May 27—Portland, Ore.—Examiner Keene: 
12929—Interstate rates on grain, grain products and hay, in car- 
loads, between points in the western and mountain-Pacific groups. 
May 27—Youngstown, Ohio—Examiner Gaddess: 
13595—The Albert H. Buehrle Company vs. B. & O. et al. 
— | ey _ 1)—The Albert H. Buehrle Company vs. C. C. C. & 
eta 
13595 (Sub. No. tee Albert H. Buehrle Company vs. Cincinnati 
Northern R. R. et a 
— —_— No. 3) ire Albert H. Buehrle Company vs. Erie R. R, 


13595 om No. 4)—The Albert H. Buehrle Company vs. Erie R. R. 
et a 
— | —_ No. 5)—The Albert H. Buehrle Company vs. Erie R, Rf. 


13595" (Sub. No. 6—The Albert H. Buehrle Company vs. Lake Erie & 
Western R. R. et al. 


May 27—Argument at Washington, D. C.: 
12419—National Rolling Mill Co. vs. Director General, B. & O. et al. 
—— Ohio Power Co. vs. Director General and Hocking 
alley 

42454—Cannelton Sewer Pipe Co. vs. Director General and Sou. Ry. 

12454 (Sub. No. 1)—Huntingburg Pressed Brick Co. vs. Director Gen- 
eral and Sou. Ry. 

12454 (Sub. No. 2)—U. Hame Co. vs. Director General and Sou. Ry. 

12524—Indiana Cotton Mile vs. Director General, Sou. Ry. 

12524 (Sub. No. 1)—John Obreght Sons’ Mfg. Co. vs. Director Gen- 
eral and Sou. Ry 

12524 (Sub. No. 2)——Tell City Woolen Mills vs, Director General and 


Sou. Ry. 

12524 (Sub. No. 3)—U. S. Brick Co. vs. Director General and Sou. Ry. 

— — No. 4)—Telt ‘City Furniture Co. vs. Director General and 
ou. Ry 

12524 (Sub. No. ) ey: Mfg. Co. vs. Director General and Sou. Ry. 

=o (. No. 6)—Tell City Flouring Mills vs. Director General and 
ou 

12524 ‘hak. No. 7)—Tell City Water and Light Co. vs. Director Gen- 
eral and Sou. Ry. 

—— Board and Filler Co. vs. Director General, B. & O. 


c., VS, 


12853" (Sub. oe 2 1)—Indiana Board and Filler Co. vs. Director Gen- 
eral an 
12654—Terre Heute, Indianapolis & Eastern Traction Co. vs. Director 
General, C. C. C. & St. L. et al. 
May 27—San Francisco, Cal._—Examiner Pattison: 
1. & S. 1535—Lumber from California to Minnesota and Wisconsin. 
May 29—Galveston, Texas—Examiner Fuller: 
13487—The Sugarland Industries vs. Galveston Wharf Company. 
i 29—Charleston, W. Va.—Examiner Worthington: 
546—Kanawha Black Band Coal Co. et al. vs. C. & O. Ry. et al. 
eS Ill.—Examiner Butler: 
— Gas Light '& Coke Company et al. vs. A. T. & S. F. 
et al 
“7 29—Pittsburgh, Pa.—Examiner Gaddess: 
eta Steel Company vs. Director-General, 
et al 
May 29—Tallahassee, Fla.—Examiner Cassidy: 
13689—Gadsden Lumber Company vs. Apalachicola Northern R. R., 
Director-General, et al. 
May 29—New York, N. Y.—Examiner Quevedo: 
13577—Sonora, Inc., vs. D. L. & W. et al. 


13543—Arthur E. za and Frank B. Ross vs. Great Northern Ry. 


and C. B. & Q. 
May 29—Kansas City, Mo.—Examiner eg 
13518—Federal Grain Company et al. vs. A. T. & S. F. et al. 
“= 29—Argument at Washington, D. C.: 
853—Boston Wool T'rade Assn. vs. Clyde S. S. Co. eta 


be at Woven Hose and Rubber Co. vs. Girector — N. 


N. Ho. & H..et al. 
13272~Boston Wool Trade Assn. vs. Arizona & New Mexico et al. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce ssion. For ten years Commerce Co 

various shippers’ organizations, and member National 
Industrial Traffic League. 


Woodward Building Washington, D.C. 





LESSER & LESSER 
Attorneys and Counsellors at Law| Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D.C. 


(For a number of attorney and ez- 
aminer, Interstate Commission.) 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and railroad 
CHICAGO | and rate litigation and claims. 
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WASHINGTON CHICAGO 
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Save Money 


On Your 
Freight 
Shipments 


“H ow?” 
That is Simple 


Simple, indeed, if those ship- 
ments of yours include House- 
hold Goods, Automobiles. or 
Machinery for domestic points, 
or anything anywhere for export, 
and remember that our Con- 
solidated Carload Service not 
alone saves you money, but 
time and trouble as well. 


‘‘The reason?” That is simple, 
too— Consolidation and Co- 
operation, those are the factors 
which effect all these savings 
when shipments are made 
through our Consolidated Car- 
load Service. 


Export and Domestic Freight Forwarders 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York 


Boston: Old South Building. 
Buffalo: Ellicott Square. 
Philadelphia: Drexel Building. 
Cincinnati: Union Trust Building. * 77, 
Cleveland: Hippodrome Building. ie 4 
Los Angeles: Van Nuys Building. W KS 


4 


ONTINENTAL FREIGHT 
Seattle: Alaska Building. \ . S 
Portland, Oregon: 13th and Kearney Sts ? 

Write the Nearest Ofnee. 
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Rapid Transit 
And The Gateway— 


THE old axiom that the speed 
with which a bottle may be 
emptied depends upon the neck 

TO HAVE 
WHAT YOU WANT holds good in shipping through 
WHEN YOU WANT IT “L.C. L.” freight—the interchange 
gateway is the neck of the bottle. 


Eighty-seven percent of the through “L. C. L.” freight 
routed via ST. LOUIS departs the same day it arrives. 


Because in ST. LOUIS is operated tne most modern, 


up-to-date, efficient, high-speed system of facilities for 
2 the interchange of he freight to be found in 
y any city of the world—a tractor and trailer service | . 
€ 


enabling a fifteen-minute schedule of ten-ton loads 
between depots—a service that has aroused interes* 









everywhere. | 
ST. LOUIS loads and sends out 1,000 package cars daily ‘ 
Compare these facilities with those of other gateways ~ 


to the west and remember that loss of time may mean 
loss of business! 


In no other large city of the country ts the problem of freight 


transfer for less-than-carload shipments met as it 1s met in 
ST. LOUIS (gateway to the West and Southwest) by the 


Columbia Terminals Company 


Acting as Agent for All Railroads Entering 


ST. LOUIS 
We serve Write for 
90 percent booklet 
of the business describing 
houses of our transfer 
our city service 





More Than Two Million Dollars Invested in Facilities 
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PENNSYLVANIA 
TANK CARS 


PENNSYLVANIA TANK LINE 


P.T.X.6500 SHARON, PA. 


“PENNSYLVANIA” INSULATION 


To supply the transportation requirements of the trade for hauling Casinghead 
and Compression Gasoline and other highly volatile liquids, we have designed and con- 
structed the “Pennsylvania” Insulated Tank Car—as shown above. First Class Work- 


manship in strict conformity with A. R. A. requirements for this type of car, goes into 
the “Pennsylvania” Insulated Tank Car. 


“Pennsylvania” Insulation—Steel, Paint, Tar Paper and Hair Felt—preserves a 
uniformly lower temperature inside the tank, which reduces outage losses to a min- 
imum by cutting down evaporation due to temperature changes. “Pennsylvania” 
Insulation applies (on a larger scale) the same principles of the well known Thermos 
Bottle. The 14-inch Steel Jacket is designed so that it is moisture proof—thus insur- 
ing longer life for the insulating materials. 


The Pennsylvania Tank Line is prepared to lease insulated tank cars at attractive 
figures. May we quote on your requirements? 


May we convert your Class III Cars into Class IV (Insulated) Cars at a low cost? 
Write for details. 





The Pennsylvania Tank Car Company 
Pennsylvania Car Company 
Pennsylvania Tank Line 
SHARON, PENNSYLVANIA 
New York St. Louis Kansas City Tulsa 


Houston Denver Tampico San Francisco 


_ “Pennsylvania Tank Cars are used by Leaders of Industry 
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Where they reach Where to reach them 





‘‘Nothing has been contrived by man | 
from which so much pleasure has been 
derived as from a good tavern or inn.””—Dr, Johnson. 


Comforts of Home plus the Pleasures of Travel 


Via SOUTHERN PACIFIC LINES 


whose trains are 


Inns On Wheels 


Inn—A Public House fer Entertainment of Travelers—W ebster. 

Traveling Inn—Any SOUTHERN PACIFIC “Limited.”’ 

Dining Room—tThe Diner, with delicacies of the table. 

Lounge and Smoking—tThe Parlor and Buffet Cars, with refinements of a club. 
Veranda and Grounds—The Observation Car, with Scenery in Panorama. 
Apartments—The Comfortable Sleeping Car—and End of a Perfect Day. 


—Your business trip a vacation— 





